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SIMPLIFICATION OF TARIFFS 

We are printing elsewhere the recommendations of 
the western traffic executive committee to western lines 
and publishing agents with respect to simplification of 
tariffs. The work of the subcommittee, of which R. C. 
Fyfe is chairman, has been thoroughly and intelligently 
done, and deals with a subject that demands attention. 
There is, perhaps, no one thing that would make life 
more pleasant for the industrial traffic manager than 
to decrease the volume and increase the intelligibility 
of the tariffs with which he deals in his daily grind. 
Nor would simplification be unwelcome to the railroad 
men who have to deal with tariffs. 


There is one thing we wish to suggest in connec- 
tion with this subject. It is, perhaps, not germane to 
simplification of tariffs, as the matter has usually been 
considered, but it does have to do with the subject in 
a general way in an important degree. We are think- 
ing of interpretation of tariffs with respect to the use 
of the English language as employed by the tariff 
writers. 

The files are full of tariffs that may be and are in- 
terpreted to mean any one of two or more different 
things and no one but the man who wrote them can 
say certainly what they were intended to mean. A 
man may be a tariff expert and an excellent railroad 
man without being able always to say in writing just 
what he means. This is a fault not peculiar to railroad 
men. Every man who writes letters through a stenog- 
rapher, for instance, is annoyed more or less by mis- 
takes in punctuation which make him say what he did 
not mean to say. That is, he is annoyed if he is capable 
of noticing such things. Very often he does not notice 
them and the wrong impression is conveyed to the per- 
sons to whom he writes. Punctuation is a vital part 
of correct writing. We suggest, therefore, that every 


tariff issuing agent and every railroad that issues any 
considerable number of tariffs have in its employ a 
man who knows how to say in exact English what is 
meant to be said. He should inspect every tariff be- 
fore it is issued, “copy reading” it carefully to see that 
no errors have been made, that the best words are used 
in intelligent arrangement to convey the proper mean- 
ing, and that the punctuation is correct. 
need not be an outsider. He may be a member of the 
railroad force. But he should be selected to do this 
work because of his qualifications. Consultation be- 
tween him and the man who writes the tariffs would 


avoid much of the trouble that vexes those who have 
to use them. 


This man 


RAILROAD CONSOLIDATION 

Perhaps the most important single railroad prob- 
lem now before the public for solution is that of rail- 
road consolidation. The Interstate Commerce Com- 
mission has been for a long time at work on a plan for 
general consolidation under the present law, which pro- 
vides that the Commission shall lay down a plan for 
consolidation of all the railroads into several large groups 
or systems and then that, though the railroads shall not 
be compelled to consolidate in accordance with this plan 
or any other, such consolidations as are permitted shall 
be made in accordance with the plan. There are two 
bills now in Congress to change this law—the Cummins 
bill and the Winslow bill. They differ in their provi- 
sions but both look toward ultimate compulsory con- 
solidation if the railroads do not voluntarily consolidate. 

Since the plan for general consolidation was first 
projected in the transportation act it has been discussed 
widely, but with more or less lack of frankness in some 
quarters. The National Industrial Traffic League and 
the Associated Traffic Clubs of America have been 
emphatic in the view that consolidations should simply 
be permitted when the Commission, after due hearing, 
finds them to be in the public interest—in other words, 
that they shall not be compelled but merely permitted 
or, perhaps, encouraged, where they would result in 
public benefit. That has been the view of many other 
students of transportation. It has, from the first, been 
our own. Railroad executives, however, have not, in 
the past, been quite frank. Some of them have taken 
this view and publicly expressed it, but most of them 
in the hearings before the Commission on the Com- 
mission’s tentative plan for general consolidation under 
the present law, and elsewhere, have contented them- 
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selves with fighting about what roads should be in which 
systems, their effort being to see to it that, under any 
plan adopted, the properties that they represented should 
not get the worst of it. The impression has gone out 
that they pretty generally favored the idea of a “paper” 
plan of consolidation embracing all the railroads—or, 
at least, that they were not opposed to it. 

It is encouraging, therefore, to read in the Railway 
Age this week a symposium of the views of railroad 
presidents on this subject, indicating either that they, 
as a Class, have changed their minds, or that they have 
refrained heretofore from telling their real views. 
Whichever is the case, we are glad that the concensus 
seems to be now that consolidation should be encour- 
aged by the government, but should not be made com- 
pulsory, and that it is undesirable, from the point of 
view of efficient management, that all lines should be 
combined into a small number of huge systems. It is 
fair to say, however, that, so far as we know, railroad 
executives have been against any kind of compulsory 
consolidation. 

Carl R. Gray, president of the Union Pacific, says: 

“I believe that consolidation, if permitted upon 
logical and not upon forced arbitrary lines, will be ad- 
vanced. My fear is that there will be a tendency to 
create units of such magnitude as to be unwieldy and 
render it difficult for management to have that close 
personal contact which has been such a factor in the 
railroad improvement of the last five years.” 


Samuel Rea, president of the Pennsylvania, says: 

“It is well to remember that there exist in the 
United States about twenty-two naturally formed sys- 
tems which now perform approximately eighty-five per 
cent of the railroad transportation service of the coun- 
try. The general trend and policy of railroad consoli- 
dation ought to be to tie the various remaining lines into 
these important systems. This can be done without 
closing traffic gateways or causing such a rupture of 
natural trade and financial channels, with resulting con- 
fusion and disturbance to commerce, as would wipe out 
the benefits otherwise to be expected.” 

W. B. Storey, president of the Atchison, Topeka 
& Santa Fe, says: 

“Consolidations are desirable wherever properties 
integrate well with one another. In all such cases there 
should be a saving in expense by doing away with 
duplicate organizations and facilities. Consolidation 
should not be carried to a point where the organizations 
become unwieldy nor should they be made where the 
properties do not integrate advantageuusly.” 

Daniel Willard, president of the Baltimore and Ohio, 
says: 

“T think each particular group must be studied by 
itself in order to determine whether a proposed enlarge- 
ment would be economic or not. I can certainly think of 
no reason for developing a group unless there is suffi- 
cient cause to believe that economies would follow. 
There is no reason for making railway systems larger 
simply that they may be larger, while, on the contrary, 


there is much to be said in favor of systems of moder- 
ate size.” 
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H. E. Byram, president of the Chicago, Milwaukee 
& St. Paul, says: 

“Complete development of the consolidation pro- 
gram which is now being considered by the Com- 
mission is desirable, both from the standpoint of the 
public and the railways. If the present method of rate- 
making is to be continued, it is evident that rate levels 
must be established which will bring satisfactory returns 
to the railways of each territory as a whole, and con- 
solidation of the railways in groups for the purpose of 
diffusing earnings from such rate levels among all rail- 
roads serving each district is essential in order to make 
possible the establishment of uniform rate levels for 
both the railroads and the public.” 

E. J. Pearson, president of the New York, New 
Haven & Hartford, says: 

“Combinations of railroads which provide natural 
traffic routes between the sections of the country which 
they serve may offer possibilities of increased efficiency, 
economy of operation, and improved service for the 
public. Undue combinations are apt to defeat this pur- 
pose and should be guarded against.” 


L. W. Baldwin, president of the Missouri Pacific, 
says: 

“There should be no legal bar to logical and natural 
consolidations when these can be worked out volun- 
tarily by the respective managements to the mutual ad-_ 
vantage of the properties.” 


W. J. Harahan, president of the Chesapeake & Ohio, 
says: 

“I think it advisable that there should be a certain 
amount of consolidation of railroads and I think the 
government should go as far towards encouraging con- 
solidation as it reasonably can, but I do not believe that 
any sound, healthy consolidation can be brought about 
except as it is done naturally as a result of economic 
conditions. I do not believe the best results can be 
accomplished by making it compulsory. I think there 
is one danger which should be carefully avoided in con- 
solidation, and that is not to get such large units that 
there cannot be economy in operation because of the 
impossibility of supervising such units properly.” 

S. M. Felton, president of the Chicago Great West- 
ern, Says: 

“There are certain natural consolidations of rail- 
roads that should be undertaken and put through. 
Those would be what I term voluntary consolidations, 
but an attempt to force consolidations where they are 
not desirable and not considered advantageous by the 
railroads in interest is, to my mind, of doubtful benefit 
to the public.” ; 

E. E. Loomis, president of the Lehigh Valley, says: 

“Consolidation of railroads, I believe, can be brought 
about successfully only through voluntary mergers, 
where they follow natural trade lines and promise 
greater operating efficiency and better service for the 
public. Both efficiency and good service must suffer, 
however, where systems are built upon too large a scale 
making it impossible for an executive to know his line 


with that intimate acquaintance which is necessary to 
proper supervision.” 





THE TR 
TRANSPORTATION COURSES 


The content and objective of courses in transportation was 
the subject of a round table confereace at the annual meeting 
of the American Economic Association, at Chicago, Dec. 30. 
The matter was treated from the point of view of the cultural 
and the vocational school, and from that of the railroad men 
toward college trained material and the college man toward 
railroad employment. ; 
Sidney L Miller, assistant professor of economics, Uni- 
versity of Wisconsin, gave his opinion of what should constitute 
a single culutral course in transportation. Professor L. C. 
Sorrel, of the University of Chicago, dealt with what should be 
considered the place of the transportation course in the college 
curriculum; W. E. Butterbaugh, of the traffic management 
department, La Salle Extensjon University, talked on balancing 
the vocational and cultural courses. W. M. Daniels, professor 
of transportation at Yale, and formerly a member of the Com- 
mission, was unable to be present, but his paper telling what 
the railroads could do to enlist the services of college men was 
presented. Kenneth F. Burgess, general attorney of the Burling- 
ton, spoke on the railroad viewpoint toward traffic education. 
Mr. Miller said the purposes of the cultural course, as he 
saw them, were to enable the student to understand better all 
important happenings in the field, and to enable him to form 
judgments more nearly sound and accurate with regard to 
policies and actions. To accomplish this, he said, three distinct 
types of courses might be urged—the professional course, the 
problem course, and the foundational course. 

The first of these would deal with traffic flow, railroad 
geography, railroad service, in terms of packing, marking, 
weighing, transit and diversion privileges, and claims, rather 
than in the subject’s broader social and economic aspects. 
The problem course would be designed to give the student a 
ready answer to numerous and important problems jn use and 
control of the roads, while the foundational course would be 
arranged to build up the student’s historical understanding of 
the railroad problems and performance. Such a course, he said, 
would be placing a heavier burden on the student than that to 
which he is accustomed, yet, it would not be excessive. 

Mr. Butterbaugh said traffic management courses were from 
their very nature vocational and were designed to explain how 
the traffic departments of carriers and shippers actually handle 
their work. It was, he said, the study of the administration and 
management of goods transported, as contrasted with the more 
general courses that consider the facilities transporting the 
traffic. He told of the number of courses given in schools over 
the country and said that 134 of 450 institutions taught trans- 
portation and traffic; 101 of these offered cultural training only; 
17 offered general business training besides cultural courses, and 
16 were making a start toward vocational training. Of the 
value of the cultural and vocational courses, he said, the former 
was useless without the practical trainjng of the latter, but 
the greatest value was obtained when they were properly 
balanced in the training of a man. He pointed out the need of 
practically trained instructors, because college instructors were, 
as a rule, no more fit to train men to become, say, traffic 
managers, than traffic managers were fit to train college 
students. 
Professor Sorrel, in stating his opinion of the aim of the 
course to be given by the liberal arts colleges, emphasized the 
point made by Mr. Miller—that a student should be taught to 
think soundly, to express himself clearly, and to obtain a good 
understanding of the world in which he lives. From that point 
on, he said, the problem of the student’s training became one of 
balance to be established between the cultural and the voca- 
tional, and he should be made to see the relation between 
transportation and the welfare of labor, speculation, finance, the 
development of trusts, the business cycle, concentration of 
population, taxation, tariff policies, and competition. The 
questions to be considered by educators jn the field, he said, 
was whether the liberal arts course, general'as it is, should 
not be made even more general; whether the schools of com- 
merce should not include as a part of general business training, 
courses covering the field of industrial traffic management, and 
whether or not the advanced work should take the line of 
general survey courses in each of the major fields of transporta- 
tion fields. 

Professor William J. Cunningham, of Havard, as chairman 
of the conference, read Professor Daniels’ paper telling the re- 
sults of his investigation as to whether anything was being 
done to enlist the services of the college trained man. He found 
that the roads made no special effort along that line, for one 
reason that they have plenty of applications for posjtions to fill 
vacancies. It had also been found true, he said, that the college 
man was not always willing to work for the low salary at the 
start that railroads paid, that they did not like dirty work, and 
that the presence of seniority rights in any railroad organiza- 
tion was a handicap to college trained employes. Professor 
Cunningham cited the example of what the Canadian Pacific had 
done at McGill University. He said that, in ten years, that road 
had put through the university about 300 men, but, out of that 
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number, there were now only three of these men employed by 


\.the road. Professor Daniels’ conclusions were that the railroads 


‘should inform college men what to expect in their organization 
and should let the college instructors know precisely what they 
desire in the way of training of potential employes. 

Mr. Burgess said there was, among railroad men, a feeling 
of scepticjsm toward the college man, or, rather, a mixture of 
scepticism and hope, but hope for the future. He said, rail- 
road organization was an adaptation of the line formation used 
in the army and that it was retained because it worked. Ability 
was recognized, he said, but senjority counted too, and it was 
only fair that it should. He said he had made inquiries with 
regard to 204 major officials of representative railroads through- 
out the country, and found that 82 of them, or 40 per cent, were 
college men. He said he considered that a high average and one 
that meant there was opportunity for the college man in rail- 
road work. 


HOOVER ON TRANSPORTATION 


The Trafic World Washington Bureau 


“Our railroads have shown continued increase in efficiency 
during the year, and have now proved themselves equal to 
any burden which is likely to be thrown upon them,” Secretary 
Hoover, of the Department of Commerce, said in a statement 
in which he discussed the economic prospects of the new year. 
“Motor transportation continues to develop and to enter more 
and more into the vital economic life of the country—in fact, 
almost imperceptibly our road improvement programs are taking 
on the complexion of new transportation systems.” 

With reference to ocean shipping, Mr. Hoover said: 

International trade in the world as a whole shows a larger move- 
ment of commodities during the past year than at any time since 
before the war. But international exchange of goods, measured in 
quantities, is probably still 10 or 12 per cent below pre-war, although 
the United States is unique among the large combatant nations in 
having recovered its foreign trade to a point 15 per cent to 20 per 
cent above pre-war on a quantity basis. One of the by-products 
hitherto of this lower movement of commodities has been the con- 
tinued depression of shipping. With the general strengthening of the 
economic fabric of the world, with the gradual growth in the move- 
ment of commodities which is now taking place, together with the 
fact that there has been but little new ship construction during the 
last four years, and that the existing shipping is becoming more and 
more obsolete, it is fair to expect a recovery in the shipping world. 
The usable surplus tonnage at the present time in the world is prob- 


ably not in excess of two million tons as against four million tons 
a year ago. 


THE HOWELL-BARKLEY BILL 


The Trafic World Washington Bureau 


Representative Barkley, of Kentucky, who introduced the 
Howell-Barkley railway labor bill in the House, will not ask 
the House to consider the measure January 5 and the bill will 
go over until January 19. Decision not to press for action on 
the bill in the House at this time was reached this week by 
those backing the bill. 

Those supporting the measure decided that, pending the 
outcome of the negotiations with Senator Cummins relative to 
obtaining a compromise agreement on the bill, action on the 
bill should not be pressed in the House. Railway labor repre- 
sentatives indicated they were hopeful that an agreement might 
be reached so that the bill might be passed by the Senate. 

Donald R. Richberg, counsel for the organized railway 
employes; Bert M. Jewell, president of the railway employes’ 
department of the American Federation of Labor, and D. B. 
Robertson, head of the locomotive firemen and enginemen, con- 
ferred again this week with Senator Cummins. 

Senator Cummins said he was insisting that the bill must 
be modified to insure representation on the proposed adjust- 
ment boards of railroad employes not identified with the regu- 
lar national railway brotherhoods and to provide for a board 
of decision that would make findings in the event of a threat- 
ened strike. Railroad representatives have charged that the 
bill as it now stands would shut out from representation on 
the adjustment boards employes not members of the national 
craft organizations. 

It was understood that Senator Cummins was having some 
difficulty in getting the representatives of the organized em- 
ployes and of the railroads to enter a conference for the pur- 
pose of seeing whether a basis for a compromise on the bill 
could be agreed upon. 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces 
open competitive examinations for transportation-rate and 
traffic clerk (freight), $1,680; senior transportation-rate and 
traffic clerk (freight), $1,860; transportation-rate and traffic 
auditor (freight), $2,100. These examinations will be held 
throughout the United States on February 4. They are to fill 
vacancies in the Departmental] Service at Washington, D. C. 
Promotion to higher grades with salaries up to $3,600 a year 
may be made in accordance with the civil service rules, pro- 
vided employes possess the qualifications deemed necessary. 





n 
y 


is 


il- 
od 
Ly 
1S 
th 
h- 
re 
1e 
il- 


a0) 
cy 


ry 
nt 
Ar. 
re 


reau 


the 
ask 
will 
on 
by 


the 
» to 
the 
pre- 
ight 


way 
yes’ 


con- 


aust 
just- 
egu- 
yard 
‘eat- 

the 
on 
onal 


ome 
em- 
pur- 
bill 


nces 
and 
and 
-affic 
held 
» fill 


year 
pro- 


January 3, 1925 





NOES fA A RR a & 


Current Topics | 
in Washington |. 


iy 
i 


ear 





Reasons for Great Prosperity.—It is the usual thing for 
the leaders in business, politics, and even in religion, at the 
end of one year to point to the one that is on the threshhold 
and say it will be the greatest ever known. Every base ball 
manager likewise predicts that his team will win the pennant. 
The former is possible, the latter never. So far as any one 
with half the ability needed to recite the “twelves,” can see 
there is no reason for casting the slightest doubt on the reli- 
ability of the estimates calling for a year of material as well 
as spiritual jubilee in the United States. World politics, the 
average American has a right to believe, could not disturb con- 
ditions much in this country, unless the leaders in England, 
Germany, or France maneuvered to bring about war between 
the United States and one or more of them. The fact that 
France failed to include the debt it owes to the United States 
in its list of liabilities means nothing to the treasury of the 
United States. No fiscal plans made by it depend on payment 
of any part of that debt. It is doubtful if any considerable 
part of any American banking house’s program uses the pos- 
sibility of money from France as a foundation. Broadly speak- 
ing, it is believed, it is treated in American accounts, not as a 
bad debt, but as an asset from which no return can be expected 
for a long time. In other words, the United States, so far as its 
finances are concerned, is a hermit kingdom, not expecting any- 
thing from anybody, other than the British government. The 
execution of no plans depend on the receipt of money. from 
France or any other of the allies who received the dollars raised 
by liberty loan drives. The country is able to treat that money 
with no more thought about it than if it had been burned, as a 
sign of extinction. The country is financing itself, and particu- 
larly the railroads without thought of Europe. All that is hoped 
of Europe is that it will set its house in order to the extent of 
producing the goods that the United States must have to keep 
its industries going. The railroads, the largest users of new 
capital, have done so well in the last two years that possibility 
of a car shortage or a congestion, is almost as archaic as bows 
and arrows as weapons of war. Although the addicts of self 
pity have done their worst to persuade American workers to 
become “class conscious,” which means mostly becoming sullen 
and almost worthless, the fact seems to be that there is so much 
left of the old American spirit of having a job to do and doing 
it, regardless of the clock, that the railroads have run with 
the steadiness of chronometers, delivering goods so that the 
amount of capital tied up in stocks of raw materials and mer- 
chandise is probably lower than ever before known. The 
country may be living “from hand to mouth” but, apparently, 
those words have lost their sinister import. They apparently 
do not mean, as they once did, that the country might be cold 
or starving some morning because it had little or nothing df fuel 
and food in stock. Efficient railroads make immense stocks 
unnecessary. The goods are kept moving and the amount of 
the inert capital, by reason of that fact, is reduced to a min- 
imum. The money so released is used for something else. 
When a man can get what he needs, within a few days, he 
can take the money formerly tied up in stocks waiting for 
manufacture and give it some other work to do. Steady move- 
ment will bring down prices without reduction in wages. Per- 
haps the leaders of railroad labor realize that fact and frown 
on the European idea that the worker is getting “even” with the 
boss when he loafs on the job and, apparently, makes work 
for more men. The plumbers, especially in Chicago, at one 
time, were accused of enforcing a “make work” rule. Enforce- 
ment of a rule of that kind on the railroads for three months 
would turn the bright prospect the country now has into a drab 
thing. Enforcement of a rule of that kind of a rule among 
any kind of workers—white collar, capitalist, farmers, or union 
laborer—would be equally as disastrous. The inter-dependencé 
of human beings is such and is becoming so well recognized 
that, in less than fifty years, probably, the man who deliberately 
loafs on the job, may definitely be put in the class with the 
sentry who sleeps at his post. Loafing on the railroads, either 
among the supervisory or the supervied forces, in years gone 
by, probably had more to do with the creation of congestion and 
shortages than any one ever suspected. 





Gormley and Conn.—Two men, neither often mentioned in 
the publicity about the good performance of the railroads, are 
entitled, to much of the credit for deliveries on time. They are 
Michael J. Gormley, manager of the car service division of the 
American Railway Association, and Donald D. Conn., manager 
of the public relations section. Gormley has to do with the 
present, getting the cars moved, either to or from the point of 
loading. It is Conn’s business to deal with the future, to find 
out from the shippers about the number of cars they will need 
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and when they will need them, and, when possible, to persuade 
one set of shippers not to intefere with the “must” work of 
other shippers. The regional meetings of railroad operating 
men and shippers have enabled Gormley to tell the railroads 
what was coming and what should be done to meet the situa- 
tion before it was on them. Back of them has stood President 
Aishton, of the association, with a vast experience to guide 
him and a nerve to make the railroad operating vice presidents 
understand tlt the prime work of a railroad is to serve the 
public and get the goods delivered on time. The men in charge 
of the railroads, in the war period, thought they had done great 
work when they moved troops and supplies. They were right, 
but greater work has been done since the war. Greater work 
has been the rule ever since. The war peak, in the years 
this side of it, has been overtopped. When Conn started his 
public relations work, there were smiles. That was old stuff, 
many said. Railroads in the past had sent out men to win the 
better opinion of the public and nothing came of it. But Conn 
had been a shipper man and seemed to know that what a ship- 
per wanted was cars and more cars. Gormley, after govern- 
ment control, had also been a shipper man and he learned, if he 
did not know it when he was a railroad man, that there was 
nothing that could take away wrath as quickly as the car a 
man needed to complete a sale. Gormley and Conn made 
service mean something more than a pleasant word, even if, 
at times, they used language that was not polished nor accord- 
ing to the tenets of the ladylike. But they got the cars to the 
points where they were needed, and that covered a multitude 
other signs, sins of poorly related rates, particularly. And 
Aishton, who reared Gormley in the railroad business, had been 
a railroad president and knew that if the men who had made 
him president of the association meant what they had said, the 
job could be done. And it has been done. 





Self Government By Industry.—Self government by indus- 
tries instead of by bureaucracy is a subject that is receiving 
much attention at the hands of big men in industry. In pass- 
ing, it might be said that the Washington representatives of 
organized industries, as a class, believe it would be in the inter- 
est of the American people, and, therefore, in the interest of 
the industries they represent, were the industries to do more 
than they are doing in righting the things in them that are in 
need of correction, instead of waiting for the government to 
undertake corrections. The thought along that line was em- 
phasized by James Emery, counsel and Washington represent- 
ative of the National Association of Manufacturers, in a speech 
at a luncheon given by the Smokeless Coal Operators’ Associa- 
tion a short time ago. The smokeless coal men of West Vir- 
ginia, whose interests in Washington are guarded by E. J. 
McVann, were told, in effect, that self-government, and parti- 
cularly self restraint, was much to be preferred to government 
by bureaucracy. In addition, they were reminded that the ele- 
ments in public life that recently were defeated at the polls 
were not eliminated from public life any more than the present 
victors were when things went against them. Federal Trade 
Commissioner Gaskill, the conservative man on that body, is 
also an advocate of that kind of government. He has suggested 
a concrete plan. His idea is to have a statute enacted author- 
izing the Trade Commission to hold what it calls “trade sub- 
mittals,” and then have whatever rule an industry or trade 
adopts for the prevention of unfair methods of competition 
made prima facie evidence in a court that a man who violates 
one of those rules is guilty of an unfair method. The commis- 
sion now holds such trade submittals, but what is agreed on is 
not binding on anybody. The commission, in each instance, 
when it tries to put the law on some one who has been guilty 
of an unfair method of competition, is under the burden to 
prove that the method is unfair and, therefore, in violation of 
law. The result is that, no matter how much work and care 
may be bestowed in making up a code of rules to govern a 
trade, and no matter how industrious the trade Commission 
may be in supervising their preparation, the rules could not be 
presented in court as the definitely ascertained and reasoned 
opinion of the man’s own associates in business as to the qual- 
ity of his act, and the accused put to the burden of proving 


either that the faces were not as asserted, or that the rule 
was foolish. 





Stewart an Art Connoiseur.—It may not ease the pain 
some publishers have acquired from the reading of the cost 
ascertainment worked out for the Post Office Department under 
the supervision of Joseph Stewart, formerly second assistant 
postmaster general, to learn that he is the premier art con- 
noisseur in Washington. The idea of a man who has devoted 
years to considering how much a railroad should receive for 
carrying a piece of Nick Carter literature being extremely wise 
as to what is art and why is a bit jarring. But it is so. The 
Stewart home, modest as to exterior, is said to be a treasury 
house because of its pictures. Mr. Stewart does not own them 
all but they are in his keeping, because he knows what is what 
about them and their owners desire him to have charge of them, 
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Yet Mr. Stewart’s wisdom concerning the art that is expressed 
by means of pencil or brush is no more surprising than the fact 
that Chairman. Aitchison should be one of the best musical 
conductors in Atlantic seaboard territory, and able, on a min- 
ute’s notice, to do the base singing in a synagogue, to the satis-* 
faction of a most exacting congregation of the sons and daugh- 
ters of Israel. Speaker Gillett is also a conductor. Nicholas 
Longworth, who hopes to become speaker when Mr. Gillett 
takes his traps and calamities over to the Senate chamber, 
which will be on the afternoon of March 4, is a pianist who can 


play enough partly to drown his own voice when he thinks he 
is singing. 





After Election Bouquet Tossing.—The major losers in the 
recent political campaigns have begun handling each other 
nosegays of well rotted skunk cabbage—as reminders of the 
high esteem in which one holds the other. That is customary. 
It signifies that all is fairly well with the United States. Sen- 
ator Bruce, of Maryland, and Senator Harrison, of Mississippi, 
have just finished an exchange of compliments of that kind. 
Harrison jeered and jibed at a citizen of Baltimore, describing 
him as head of the fertilizer trust, which, if it exists, may have 
a few odors of its own that could be obtained for the scenting 
of the compliments that may hereafter be passed around. That 
brought Bruce to his feet to add a few words to what he had 
already said about the disastrous effect of the alliance between 
Democrats and the Lda Follette people. Broadly speaking, 
Harrison pinned the cross of the Legion of Benedict Arnold 
on the breast of the senator from Maryland, who voted against 
Senator Smith, of South Carolina, and for Senator Cummins 
for the chairmanship of the interstate commerce committee, 
suggesting that every time there was a close vote Bruce could 
be found voting with the enemy, this on account of Bruce 
expressing doubt about the wisdom of the Underwood Muscle 
Shoals bill. Bruce attributed the fight against Cummins to 
the activity of Senator Wheeler, of Montana, the La Follette 
candidate for the vice presidency, and the disaster, as he called 
it, of the Democratic party to the alliance between it and La 
Follette dating from that fight for the committee chairmanship. 
Harrison, by innuendo, attributed Bruce’s defense of the head 
of the “fertilizer trust,” to habitual tenderness on the part of 
Bruce for trusts. Harrison said it had become a habit with 
some gentlemen to ascribe to themselves the duty of being 
defenders of trusts. The senator from Maryland might take 
that impeachment to himself, if he desired, said Harrison, 
thereby inviting Bruce to say something more. And Bruce did. 
The nature of the further remarks may be inferred from what 
he said was the “painfully incorrect impression as to the intellec- 
tual capacity of Benjamin Harrison” and the remark of Lord 
Lyndhurst that, by what he had written about the lives of 
English chancellors, Lord Campbell had added another pang to 
death. Not to leave any doubt about the views he held as to 
the pettiness and insignificance of Senator Harrison, of Missis- 
sippi, Senator Bruce observed that aforetime he knew “that the 
senator from Mississippi was a narrow, contracted, small-bore 
partisan, but I confess that I did not begin to take the real 
measure of his dimensions as a statesman until I became the 
subject of the coarse diatribe which he has just directed against 
me.” It is not probable that while they are “saying it with 
flowers” in this post-election lodge of sorrow, the senators will 
send the posies by telegraph. That would be too slow. A.E.H. 


WARFIELD DEFENDS RATE LAW 


The Trafic World New York Bureau 


Section 15-a, the rate-making section of the transportation 
act, is upheld by S. Davies Warfield, president and chairman 
of the Seaboard Air Line and also president of the National 
Association of Owners of Railroad Securities, in a letter ad- 
dressed to the executive committee and members of the latter 
organization. In addition to supporting this provision of the 
law as essential to railway welfare, Mr. Warfield asks that he 
be relieved of the presidency of the association, which he has 
held for seven years. 


He says he accepted the presidency as a position of great 
public concern, often to the exclusion of his other interests, 
and that now he feels justified in asking to be relieved. 

: Commenting on the work of the association, which repre- 
sents owners of $10,000,000,000 in securities, Mr. Warfield takes 

opportunity to discuss the remarks of President Coolidge in his 
message to Congress that, as consolidation of the railroads 
into large systems takes place, “it will reduce the importance” 
of section 15-a. 

As the association is largely responsible for the enactment 
of this provision, Mr. Warfield restates the reasons for its 
adoption and continuance as essential to scientific rate making, 
saying, that only if all the railroads were consolidated into a 
single system would there be no necessity for section 15-a and 
that the section provides for the adjustment of rates by regu- 
lation of the excess to meet the inherent traffic unevenness 
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in the territories in which the respective large consolidated 
systems would operate. 

“Just so long,’ he says, “as initiative is encouraged in 
the managers of the systems to outstrip the others in develop- 
ing their systems and territories, rates will be required to be 
adjusted with reference to the excess produced by them. 

“This section of the transportation act met two funda- 
mental issues—unevenness in traffic density in railroad terri- 
tory and confiscatory state rates. Both were vital to the con- 
duct of transportation by rail. The result was due to the 
work of the National Association of Owners of Railroad Se- 
curities.” 

The President, Mr. Warfield points out, suggests the idea 
of “government pressure” after a period, amplifying the pres- 
ent law to give the Commission such authority. He says the 
security owners would be greatly interested in the form that 
government pressure might be exerted and that the caution 
advised by the President indicates his recognition of this fact. 
The association, he says, has been in favor of permissive con- 
solidations along natural traffic lines. 

Questioning whether the economies to be obtained would 
offset the effect of too great a contraction of facilities, with its 
resultant limitation of initiative and development, he inquired 
whether the greatest economy in the proposed large consolida- 
tions would not be expected from the resultant consolidation of 
the equipment formerly owned by the respective railroads. He 
asks: “Why not secure immediately the economies that are 
now plainly evident by consolidating (pooling) the 1,100,000 
ordinary box cars under a single central agency managed by 
the railroads? This can be done immediately, whereas, to 
consolidate the corporations, will take years.” 

Mr. Warfield’s letter is a comprehensive review of the work 
of the association covering the seven years of its existence. 
When it was organized at Baltimore in 1917 owners of $2,000,- 
000,000 in securities were represented, while now the associa- 
tion represents $10,000,000,000. He refers to the situation in 
1917, when a hostile public attitude of long standing existed. 
It made little difference, he says, that rates were inadequate, 
with constant pressure to reduce them, whether compensatory 
or confiscatory. The Commission was required to make rates 
that were “reasonable” without a definition of what that meant. 
The decline in the value of railroad securities was then so 
serious, he says, that, in many cases they were no longer 
legal investments for trust funds, and the railroads were 
strained to the breaking point. 


REPORT ON EXCESS EARNINGS 


The Trafic World Washington Bureau 

The Commission has sent to Senator Smith, chairman of 
the Senate interstate commerce committee, a report relative 
to the status of recapture of excess earnings under section 15-a. 
Chairman Smith requested the report. 

The report, including information and figures heretofore 

published in The Traffic World (see Traffic World, November 
22, p. 1140), reviewed the difficulties faced by the Commission 
in collecting excess income because of the incomplete valua- 
tion work. 
The present status of the excess fund was given as fol- 
lows: Payments by carriers, $5,021,894.97; payments of inter- 
est by delinquent carriers, $19,310.52; interest from bank de- 
posits, $2,062.30; interest from investment in obligations of 
the United States, $67,495.87; total, $5,110,763.66. 


The report also pointed out that the present accounting 
force of the Commission was not sufficient to make the neces- 


sary accounting examinations of carriers’ reports under the 
recapture clause. 


FILE BRIEF FOR LABOR CASE 


The public’s interest in wage controversies between railroads 
and their employes was emphasized in the brief filed December 
27, with Federal Judge Wilkerson, in the case of the Railroad 
Labor Board against J. McGuire, of the engineers’ organization, 
who refused to answer a summons of the board to appear and 
give testimony in the western carriers’ case. 

The statement had been made by Donald Richberg, repre- 
senting the labor organization, that it was impossible for the 
men to get an unbiased judgment from the board, and instances 
cf Chairman Hooper’s having spoken before different bodies 
condemning actions of the labor leaders were cited to support 
the contention. The brief held that, as a representative of the 
public on the board, Mr. Hooper was within his rights in speak- 
ing in public against those actions which seemed to him liable 
to work to the detriment of the people. 

The argument that the public had an interest in the matter 
was based on the fact that any increases in rates of pay might 
result in higher freight and passenger charges and on the fact 
that rules might prove burdensome to the carriers and, in turn, 
become an expense to the public. 
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PITTSBURGH FRUIT CASE 


Abolition of platform storage, as a service to be rendered 
by the Pennsylvania, for fruits and vegetables to be sold at 
auction, in the company’s produce yards at Pittsburgh, has 
been approved by division No. 4, composed of Commissioners 
Meyer, Eastman and Potter. That division has found justi- 
fied the proposed cancellation of tariff schedules providing for 
storage charges on shipments of fruits and vegetables which 
have been unloaded from cars into a warehouse in the com- 
pany’s produce yards, for sale at auction. The justification 
is based upon the ground that the transportation service of 
the Pennsylvania ends with the unloading of the car. 

This change has been brought about in a report on I. and 
S. No. 2158, mimeographed, in which the proposal of the Penn- 
sylvania lines, east, was suspended and voluntarily postponed 
from June 19 to January 15. The effect is that if any storage 
charges are hereafter imposed, they will be imposed by the 
Union Fruit Auction Company, lessee of a Pennsylvania com- 
pany warehouse on Twenty-first street in Pittsburgh. From 
1216 to date the railroad company has been offering warehouse 
or platform storage for fruits and vegetables to be sold at 
auction, as if the storage were part of transportation service 
and as if the company controlled the warehouse. The sched- 
ules found justified contain the following line: ‘Cancel. Stor- 
age rates, if any, of lessee will apply.” The schedules which 
that line have canceled offered storage, in a warehouse, used 
for holding fruit and vegetable auctions which the Pennsyl- 
vania said, at the hearing in this case, had not been in its 
pessession, but in the possession of its lessee, for eight years. 
Storage charges had been in effect eight years prior to that 
time. 

Commissioner Eastman, in a dissent, said that “since that 
lease is a fiction” the justification of the Pennsylvania based 
upon its existence, failed. He said the Pennsylvania was in 
possession and control of the unloading and storage platform 
“which for 16 years it has offered for public use in connection 
with the auction of fruit and vegetable traffic. It now pro- 
poses to withdraw that platform from public use, but to con- 
tinue to extend its use to certain shippers free of all charges. 
In my judgment it has failed to sustain the burden of justify- 
ing this action.” 

In a broad way of speaking, the Pennsylvania proposed 
to get rid of a fight between rival fruit companies, each Ge- 
siring to hold auctions in the warehouse owned by it, by claim- 
ing it had leased the building owned by it to the Union Fruit 
Auction Company some time in the spring of 1916 and that 
the schedules proposed to be canceled should never have been 
published, because, when published, the railroad company had 
not possession of the facility which it held out for public use, 
but had leased it for the exclusive use of the fruit company. 
In his dissent Commissioner Eastman pointed out that the 
lease was not in writing and that there was no evidence of 
any money having been paid for the use of the warehouse 
by the auction company. In addition, he pointed out that the 
lease was made “through a parol communication of an em- 
ploye of respondent’s traffic department, its division freight 
agent, with someone representing the Union Fruit Auction 
Company.” He-said the name of the representative of the 
auction company was not disclosed, nor did the record show 
what authority had been given to the employe of the uwraffic 
department to lease “this valuable property, nor that he re- 
ceived instructions in the matter from any other official or 
employe of respondent.” 

In addition to that Mr. Eastman said the record did not 
show any money passing from either party to the other rep- 
resenting consideration in connection with the lease. The fact 
that neither the employe of the Pennsylvania nor the revre- 
sentative of the fruit company, who were credited with having 
made the lease, were called as a witness, was set forth by 
Mr. Eastman as part of his recital leading to the climax 
declaration that the lease was a fiction. He said that an officer 
of the fruit company gave a hearsay statement of his under- 
standing of the lease. Mr. Eastman said the conditions of 


the lease, as set forth by that witness, in substance, were as 
follows: 


Respondent granted the exclusive use of the auction room_and 
unloading platform, free of rent, to the Union Fruit Auction Com- 
pany, for an indefinite term, subject to the condition that the auc- 
tion company would maintain suitable auction facilities at the ‘‘pro- 
duce yards,’’ open alike to all receivers of fruit transported by re- 
spondent; that uniform rates would be established and posted in the 
auction room in accordance with Andrews Bros. Co. vs. P. R. R. 
Co., 38 I. C. C. 165, and that the auction company would vacate the 
premises on 60 days’ notice from respondent. 


The dissenting commissioner said the existence of the 
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alleged parol lease was inconsistent with the Pennsylvania’s 
published tariff charges, through which, in the eight years 
following the making of the alleged lease, it expressly offered 
use, in common, of the platform to all its shippers cf fruits 


and vegetables when to be sold at auction. Continuing, Mr. 
Eastman said: 


In explanation of that situation, it is sail: “The tariff should 
never have been filed,’ ‘‘The railroad company by its Supplement 
No. 13 is attempting to withdraw from the files of the Commission 
a tariff which has no place therein,’ etc. Respondent offers no rea- 
son for having deferred action to effect cancellation of the tariff for 
eight years after it claims it leased and surrendered possession of 
the premises, where the tariff purported to apply. Further, respond- 
ent applied the tariff and collected storage charges on property stored 
on these premises throughout that period of eight years. 

Both respondent and the Union Fruit Auction Company have 
offices in the auction house and employes assigned to regular duty 
there. The records present no evidence of transfer of possession of 
the unloading platform from the respondent to the auction company, 
and no evidence that the auction company has had exclusive use of 
the premises. There is no evidence tending to prove that the un- 
loading platform was occupied and used during that period of eight 
years by a person or persons who did not so occupy and use it prior 
to that period. The evidence that respondent collected storage 
charges for storage of property upon the platform tends to the con- 
clusion that respondent had possession of the platform throughout 
the period of eight years and afforded storage thereon, 

Throughout the period of eight years respondent’s freight agent 
occupied offices in the auction house. It is apparent that the mak- 
ing of an appropriate lease or agreement for joint use of the ware- 
house by respondent and the Union Fruit Auction Company in- 
volving, as it does, questions in respect of taxes, maintenance, insur- 
ance, heat and light, calls for the expert services of a lawyer or real 
estate agent or both, thoroughly conversant with such matters. Here 
We are assured that all of those troublesome details were disposed 
of in one conversation between a subordinate employe of respondent’s 
traffic department and some person employed by the Union Fruit 
Auction Company whose name is not disclosed. 

It is quite clear, it seems to me, that no such lease as is claimed 
ever was made or now exists. The evidence in support of the claim 
is a strain upon credulity and entitled to no weight. In my opinion, 
respondent had possession of the unloading platform during the afore- 
said eight years and still has such possession; respondent was in a 
position to afford the storage contemplated by its tariff, and still is 
in such position; and the tariff has been, and now is, a valid and 
enforceable tariff. 

While the question is not free from doubt, I am inclined to agree 
that respondent can lawfully lease this unloading and storage plat- 
form to a private concern, if it wishes to do so. However, if such a 
lease is made, the team tracks which serve the platform will become 
private sidings subject, if unlawful discrimination is to be avoided, to 
the same reconsigning charges which are assessed when cars are 
placed for the independent company at the Kellerman building. 
Furthermore, if such a lease is to be made, I believe that respond- 
ent must, if unlawful consequences are to be avoided, obtain the fair 
rental value of the platform. For present purposes it is unnecessary 
to state the grounds for this belief. 


The case was precipitated, apparently, by the appearance 
of the Pittsburgh Independent Fruit Auction Company, the 
stockholders of which protested the cancellation schedules. 
Its stockholders were fruit men who, according to the report 
of the majority, had been objecting, for some time, to the use 
of the auction room, in the railroad building, by a company 
whose stockholders, in some instances, were also stockholders 
in rival fruit companies. The independent company demanded 
the use of the auction room, claiming the tariff which is to 
be canceled assured it of equality of treatment. The railroad 
ccmpany denied the request and refused to set cars at the 
warehouse unless the protestants would agree that the ship- 
ments were to be sold by the union company, which had 
been organized in 1908 after the Pennsylvania had established 
the auction facility to meet competition and settle another 
dispute between the rival fruit men. The independent com- 
pany trucked fruit to the warehouse, marked off a space with 
chalk and held auctions of its own. This condition continued 
for a month, while the action of a court compelled the rail- 
toad company to set cars for the independent company. When 
the court order was revoked the independent company estab- 
lished an auction in an adjoining building to which it had 
cars sent, upon payment of a reconsignment charge. 

The Pennsylvania sought to end the trouble by canceling 
the tariffs under which the independent fruit company claimed 
the right to the use of the auction room. It said there was 
discord when a prior effort was made to have two auction 
companies operate in the room. It also took the position that 
transportation ended with the service of placing the car at 
the platform; that any storage charge for the use of the plat-. 
form at the warehouse should be made by the union company 
end that the original publication of the tariff, naming platform 
storage charges to be collected by the Pennsylvania, was an 
error which should be corrected by its cancellation. 

The respondents, the majority said, urged that the issue 
was not whether auctioning, but whether storage on the ware- 
house platform after unloading and before sale,- was part of 
the transportation service. They cited, in support of their 
contention, that it was, Southern Ry. vs. Prescott, 240 U. S. 
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632, where, according to the majority, it was held that part 
of an interstate shipment which had been left with the Cceliv- 
ering carrier, under a bill of lading which expressly made the 
carrier assume the status of a warehouseman, after payment 
of freight charges and expiration of free storage time, was 
still interstate transportation. 

What was transportation within the meaning of the act, 
the majority said, was a question of fact as well as of law. 
It said that under the facts in this case, the transportation: 
service ended with the unloading of the car at the warehouse 
and that the cases cited did not apply. It pointed cut that 
were the independent company permitted to operate a second 
auction company other shippers who might not be desirous 
of joining their organization would have as much reason as 
now had the protestants, to demand the right to conduct at 
auction company. 


INCREASED SWITCHING APPROVED 


The Commission, in a mimeographed report in I. and S. No. 
2207, Switching at Detroit, has found justified the proposed 
switching charges of the Pere Marquette, Wabash, Pennsylvania 
and Grand Trunk. It has vacated its order of suspension and 
discontinued the proceedings as to them. It found the proposed 
switching charges of the Detroit & Western and the Detroit & 
Toledo Shore Line not justified and commanded the cancellation 
of their suspended tariffs. 

Joint hearings were held on the matter by the Michigan 
commission and the Commission’s examiner. 

The Commission said that in Increased Switching at Detroit, 
91 I. C. C., 82, called by it the Detroit Switching case, it found 
that the Michigan Central and the New York Central had justi- 
fied $16 for intraterminal switching, $12 for interterminal switch- 
ing and $7 for reciprocal switching. The reciprocal charge, the 
report said, was put into effect without protest. The companies 
mentioned, it said, were before it in the instant case to ask 
approval of the $16 and $12 charges. It said that for thirty 
years, the principal lines at Detroit had made their charges on 
the basis of the Michigan Central’s charges, the Grand Trunk 
and Detroit & Toledo Shore Line being exceptions to that rule. 
Those of the Grand Trunk, it said, had generally been higher. 

The proponents of the increases rested their schedules upon 
cost studies. The Commission said the Detroit & Toledo Shore 
Line offered no evidence. It said it considered itself entitled to 
the same charges as other lines but that it would not be hurt 
greatly if its charges were not increased. The Commission said 
there was little or no evidence as to the Detroit & Western, a 
short line constructed by a salt company. That short line, the 
Commission said, was treated as an integral part of the Wabash 
but not embraced within the belt line arrangements line to which 
the Wabash and other roads were parties. 


OIL DIVISIONS FIXED 


In a mimeographed report on I. and S. No. 2239, Petroleum 
Oil from Arkansas to Louisiana, and No. 16191, Vicksburg, 
Shreveport & Pacific vs. Rock Island et al., division No. 2 found 
the proposed increased rates on crude and refined petroleum 
oil, from points in the Smackover-El Dorado, Ark., field, on the 
Chicago, Rock Island & Pacific, to points in Louisiana, on the 
Yazoo & Mississippi Valley not justified. It ordered the sus- 
pended schedules canceled and the proceedings discontinued. 

In the formal complaint it prescribed reasonable and equit- 
able divisions to be received by the Rock Island, the V. S. & P., 
and the Yazoo & Mississippi Valley in the future. It said the 
rates of 14 cents on crude and 15 cents on refined, the latter of 
no great importance, had not been prescribed by it and that 
therefore it had not the power to establish divisions to be paid 
on shipments in the past. 

The two cases constituted a fight about divisions, the higher 
rates being proposed because, among other things, the formal 
complainant was dissatisfied with its divisions of 2.5 cents on 
crude and varying amounts on refined, generally 1.6 cents. The 
real fight was over the proper division of the 14 cent rate on 
crude. That rate was put in at the suggestion of the Vicksburg, 
Shreveport & Pacific, the report said, it having agreed that the 
Rock Island, as the originating carrier, with a comparatively 
short haul, should receive six cents and the remainder to be 
divided equally between the two lines having the intermediate 
and delivering hauls. 

The Commission said the proper division of that rate would 
be 4.5 cents to the Rock Island, 4 cents to the V. S. & P., and 
5.5 cents to the Yazoo & Mississippi Valley. Out of the 15 cent 
rate on refined the Commission said the Rock Island should 
take 434, the V. S. & P., 4%%, and the Yazoo & Mississippi Val- 
ley 6cents. It said the carriers should readjust the divisions on 
the shipments that had moved, as the portions of the V. S. & 
P. were too low. 

About the only point upon which the three agreed was that 
the portions of the rate that the V. S. & P. had been receiving 
were too low. They disagreed, to a greater or lesser degree, 
on nearly every other essential point, except that an expedited 
service was being given on the shipments which were in train 





Vol. XXXV, No. 1 


lots, if that could be called an essential point. The complain- 
ing intermediate carrier sought a readjustment of divisions from 
the date of the filing of the complaint, August 30, 1924, forward. 

At argument, the report said, counsel for the complainant 
contended that the Commission’s order suspending the increases 
and requiring the maintenance of the existing rates, consti- 
tuted the establishment of the present rates “pursuant to a 
finding or order of the Commission,” the quoted words being 
those of the statufe. Therefore it was argued the Commission 
had authority to require readjustment of the rates back, at 
least, to the date of the order of suspension. 

“An order of suspension,” said the Commission, “is not an 
order such as is contemplated by Congress when it refers to 
the ‘establishment’ of a rate by our order.” 

The rates, concerning the division of which caused the two 
cases, were put into effect to relieve a situation in the Smack- 
over-el Dorado field that was bad for the producers of oil. Un- 
expected production had caused an accumulation of crude in 
earthen storage. To prevent waste by seepage and evapora- 
tion and to meet the competition of low grade crude brought 
into New Orleans and Baton Rouge by tank steamers, the Mis- 
souri Pacific, the report said, reduced its rates from the Smack- 
over field to those points. To meet that competition, the Rock 
Island, in conjunction with the V. S. & P. and the Yazoo & 
Mississippi Valley, through Ruston, La., and Vicksburg, estab- 
lished the rates in question, to stations on the Yazoo between 
Baton Rouge and New Orleans, applicable on export and coast- 
wise traffic. The domestic rate of 25 cents was not under con- 
sideration in these cases. The effect of the suspended sched- 
ules was to propose a restoration of the rates in effect before 
the move was made to meet the competition created by the ac- 
tion of the Missouri Pacific in making a rate low enough to 
move the accumulation of crude held in ground storage in the 
Smackover-El Dorado field. ‘The carriers involved said they 
deSired to maintain the rates and routes if a satisfactory divi- 
sion could be accorded. 

Except for evidence bearing upon the divisions, the report 
said, there was no evidence purporting to justify the proposed 
rates. It said that if the proposed rates were permitted to be- 
come operative, the Yazoo, no doubt, would be responsible for 
the maintenance of preferential rates from points on the Mis- 
souri Pacific and that that situation would continue at least 
until proper rates were established over some route other than 
that through Ruston and Vicksburg, should the rates through 
those junctions be increased. The report said the mere cate- 
gorical statements of representatives of the three carriers that 
the rates were low did not support a finding of justification of 
the proposed rates. 

The business of getting the crude out of the Smackover 
field, according to the testimony given in the divisions case, is 
carefully supervised and the trains are run with about the same 
incidents as special trains, the object being to get the oil to 
Destrehan, La., the principal destination point, in time to avoid 
delaying steamers sent there for it. The Mexican Petroleum 
Corporation of Louisiana, Inc., the only shipper, the report said, 
paid rental on the tank cars and desired them used without 
delay and without causing ship demurrage. Approximately 
22,000 cars were moved in a period of eighteen months. The 
average loading is about 74,600 pounds. The average time of 
the oil trains for the 387 mile haul, the report said, 34 trains 
having been timed, was a little short of 29 hours. 


COMMISSION ORDERS 


The Security Cement & Lime Company has been permitted 
to intervene in No. 16278, Grangers Manufacturing Company vs. 
N. ¥. C. B..e. etal. 

The Wisconsin Retail Lumbermen’s Association has been 
authorized to intervene in No. 16370, Central Wisconsin Traffic 
Association et al. vs. C. & N. W. Ry. et al. 

The Traffic Bureau of the Sioux City Chamber of Com- 
merce has been permitted to intervene in No. 16398, Illinois 
Coal Traffic Bureau vs. Santa Fe et al. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 16490, E. I. Du Pont De Nemours & Com- 
pany vs. Illinois Central R. R. et al. 

The Railroad and Warehouse Commission of the State of 
Minnesota has been permitted to intervene in No. 16502, Board 
of R. R. Commissioners of State of South Dakota vs. C. & N. W. 
Ry. et al. 

The Commission has reopened its proceeding in No. 14264, 
the National Refining Company et al. vs. L. & N. R. R. et al., 
for further hearing, solely for the purpose of developing the 
facts with respect to the hazardous nature of the shipments 
involved. 

The Wellston Iron Furnace Company has been permitted 
to intervene in No. 15806, Sub-No. 1, Alpha Portland Cement 
Company vs. Ashland Coal & Iron Railway et al. 

The White Eagle Oil and Refining Company has been per- 
mitted to intervene in No. 16309, South Dakota Independent 
Oil Jobbers’ Association vs. Santa Fe et al. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 16341, Nebraska State Railway Commission 
vs. Alexandria & Western Ry. et al. 
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ROSIN TO CANADA 


In a proposed report on No. 15381, Vera Chemical Company 
of Canada, Ltd., vs. Alabama Central, Examiner F. L. Sharp 
said the Commission should find rates on rosin from south At- 
lantic and Gulf ports to Burlington, Ontario, unreasonable to 
the extent that they have exceeded or exceed rates to Hamilton, 
Ont. He said it should find rates from the Jacksonville group 
to Hamilton and Burlington, since August 20, 1924, unduly 
prejudicial to the extent that they have exceeded the rates 
from the New Orleans group. He also recommended reparation. 

In connection with the report the fact was brought out that 
the Canadian roads have not assented to the joint rates made 
by the southern railroads. A representative of the Canadian 
lines, the examiner said, conceded that whatever rates were 
established to Hamilton should apply to Burlington. The exam- 
iner said the question of the Commission’s jurisdiction was not 
raised. He said that the Commission, having found a reasonable 
rate from Jacksonville to Buffalo to be one cent less than the 
reasonable rate to New Orleans to that destination, the main- 
tenance of a rate from the Jacksonville group to Hamilton 
higher than the rate from that group to Buffalo, while main- 
taining the same rates from the New Orleans group to both 
destinations resulted in undue preference of New Orleans group 
points and undue prejudice of Jacksonville, but that it did not 
necessarily follow that the higher rates maintained to Hamilton 
from the Jacksonville group were unreasonable. 

The representative of the Canadian lines, the examiner 
said, contended that the measure of reasonable rates in the 
United States was not adequate for application to Canadian 
lines owing to conditions which made their operating costs 
much higher. He contended that class rates and practically 
all commodity rates from the United States points to Hamil- 
ton were higher than to Buffalo, and that the maintenance of 
the same rates on this traffic at present and in the past, from 
some southern points, to both destinations, was due to the 
action of southern carriers and was without the authority or 
concurrence of the Canadian lines. He urged that the com- 
bination of the 27-cent commodity rate to Cincinnati, plus the 
28.5-cent sixth class rate beyond, was the proper basis to apply 
to Hamilton and said that the Canadian lines had given their 
United States connections notice that, regardless of the rate 
established, they would require those proportions. 

The complainant asked for a change in the packing require- 
ment that rosin be put into barrels. The examiner said the 
right to ship in bulk in box cars, was desired. The complain- 
ant said that barrels were not needed to protect the nature 
or quality of the rosin, and that the requirement of barrels 
entailed a needless expense for the cost of the barrels and 
the freight on them. The carriers objected, on the ground 
that the barrel requirement applied to all kinds of rosin and 
that as to some kinds there was need of the protection. The 
examiner said the Commission should find the record did not 
warrant a disturbance of the long-established packing require- 
ments. He said a conclusion could be reached only after a 
wider study than was possible on the record in this case. 


HULL SHAVINGS RATES 


Attorney-Examiner W. B. Hunter, in No. 15208, Barrett 
Company vs. Nashville, Chattanooga & St. Louis et al. said 
the Commission should find unreasonable, rates on cottonseed 
hull shavings, in carloads, from Hermitage, Tenn., to Peoria, 
Ill., prescribe reasonable rates for the future and award rep- 
aration. The report also covers a sub-number, Same vs. Ten- 
nessee Central, and another sub-number, Barrett Company vs. 
Nashville, Chattanooga & St. Louis et al. 

The complainant alleged that between November 1, 1921, 
and July 31, 1922, it shipped 119 carloads of hull shavings from 
Hermitage to Peoria; that the rate collected was 56 cents prior 
to July 1, 1922, and 50.5 cents thereafter; that the rate of 56 
cents was a combination class A rate of 42 cents to the Ohio 
river crossing at Cairo or Metropolis or Evansville and a 
commodity rate of 14 cents beyond; and that the rate of 50.5 
cents was a class A rate of 38 cents to the river and a com- 
modity rate of 12.5 cents beyond. The examiner said the com- 
plainant alleged the factors of 42 and 38 cents to the crossings 
were in violation of the first section to the extent they ex- 
ceeded 15.5 and 14 cents. Reparation was claimed to the basis 
of rates constructed in the way indicated. 

Question having been raised, the examiner said, as to 
whether the allegations in the complaints as first filed put into 
issue the through rates where only a factor as such was in 
issue, Sub-No. 2 was filed so as to bring in the Burlington 
and No. 15208 so as to bring in all the carriers. 
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The examiner, after setting forth the comparisons sub- 
mitted to show the unreasonableness of the factors south of 
the river, said the Commission should find them unreasonable 
to the extent they exceeded 15.5 and 14 cents, as alleged by 
the complainant. He said the complaints were in the form 
in which the Commission, in other cases, had passed upon 
similar questions and had awarded reparation, particularly 
Inland Empire Paper Co. vs. C. M. & St. P., 92 I. C. C. 29, 
and Barrett Co. vs. Director-General, 88 I. C. C. 535 He said 
an appropriate order for the future should be entered. 


IRON AND STEEL REPARATION 


A finding of unreasonableness, because the rates exceeded 
the aggregate of intermediates and an award of reparation have 
been advised by Attorney-Examiner Arthur R. Mackley, in No. 
15637, Canton Bridge Company et al. vs. Baltimore & Ohio, as 
to a fifth class carload rate on iron and steel articles from 
the Pittsburgh group to Canton and Massillon, O., to the extent 
it exceeded 17.5 cents. He said the 17.5-cent rate should be 
prescribed for the future. He said reparation should be 
awarded to the complainants but denied to the interveners. 
The latter were Canton Drop Forge & Manufacturing Company, 
the Griscom-Russell Company and the Massillon Bridge & 
Structural Company. Mackley said the interveners did not 
specifically claim reparation in their petitions. 

Mackley treated the Commission’s decision in American 
Shipbuilding Co. vs. Director-General, 89 I. C. C. 611, as deter- 
minative in this case, pointing out that in that case the Com- 
mission held rates from Pittsburgh to Canton unreasonable 
to the extent they exceeded the contemporaneous aggregate of 
intermediates over the routes of actual movement and pre- 
scribed as reasonable for the future, rates not in excess of the 
then aggregates of intermediates over the route of actual move- 
ment. Contemporaneously, the examiner said, the Commission, 
in Iron and Steel Articles, 89 I. C. C. 606, found justified, in the 
territory between Pittsburgh and points west thereof, including 
Youngstown, Alliance Canton, Massillon and Cleveland, increases 
in short-haul iron and steel rates, not exceeding 15.8 per cent, 
subject to a maximum increased rate of 15.5 cents. 

He said that by reason of that decision the fourth section 
departures would be removed and rates increased over the 
amounts in the shipbuilding case. He said arguments made in 
this case for lower rates were considered in the other cases 
mentioned and found no reason or warrant for advising a fur- 


ther reduction in the rate to Canton, which is the same, he 
said, as to Massillon. 


RELEASE OF RATES PROPOSED 


Release of more rates, for application within Indiana, to the 
jurisdiction of the Indiana commission, has been proposed by 
Examiner P. F. Gault in a report, on further hearing, in No. 
11894, Indiana Rates, Fares and Charges. He has recommended 
the release of rates on sand and gravel from the pits of the 
Neal Gravel Company and Carmichael Gravel Company, to 
Attica, Ind., on a finding that the rates in effect January 28, 
1921, did not cause any undue or unreasonable advantage, pref- 
erence or prejudice, as between persons and localities in intra- 
state commerce, on the one hand, and interstate or foreign 
commerce on the other, or any undue, unreasonable or unjust 
discrimination against interstate or foreign commerce. 

The Wabash opposed the release because, among other 
things, it feared that if released to the jurisdiction of the Indiana 
commission, that body would find the rates, in two groups of 
movement, unreasonable, as it had in a third and award repara- 
tion. It admitted, the examiner said, that it could be shown that 
a direct relationship existed between the rate to Attica and 
any specific interstate rate on sand and gravel. It contended, 
Gault said, that all intrastate rates, in a sense, are related to all 
interstate rates on such commodities as sand and gravel at a 
time when there is a widespread demand for materials such as 
existed in the period of movement, that is between November 
19, 1920, and December 1, 1921. In that period the complainant 
was constructing a bridge near Attica and was using sand and 
gravel from pits on the Attica-Covington branch of the Wabash. 
It said that if the contract had been awarded to a Des Moines 
bidder, the sand and gravel would have been brought from 
a point beyond the state and there was therefore such a relation- 
ship in rates as was indicated by that fact. The examiner said 
that that argument was highly speculative. He said it seemed 
probable that had the Des Moinse bidder obtained the contract, 
he would have looked for an intrastate source of supply just as 
the petitioners, a Chicago firm, had done. He said the record 
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did not disclose any interstate movements of sand or gravel to 
or near Attica, in this period, or at any other time. 

The Wabash characterized the business of the Attica-Cov- 
ington branch as unprofitable, saying that, exclusive of sand and 
gravel, there were only 154 carloads of freight originated on 
it in 1922 and only 159 carloads inbound. It said the less-than- 
carload business, likewise, was light. The examiner said that 
it would be noted that sand and gravel, the commodities of con- 
cern in this case, were omitted from the calculations as to 
traffic on the branch. 

Respondent contended that in 1921 it realized a return of 
only 1.69 per cent on its property investment and only 1.8 per 
cent in 1922, and that if it were required to respond in damages, 
on account of this traffic, its return would be diminished to that 
extent. The examiner said that that was a circumstance com- 
monly experienced in cases dealing with damage. He said the 
subject of the present inquiry was not whether there should be 
reparation, but whether the rates in issue should be excepted 
from the general finding made in the original report, 60 I. C. C. 
337. He said there was no evidence upon this record, of any 
undue prejudice to any interstate shippers or localities which 
would exist under the rates under consideration. Nor, said he, 
was there evidence that the state rates in effect on January 28, 
1921, the date of the Commission’s original order, were on a 
level so much lower than the interstate rates on the same com- 
modity in this territory as to create a disparity which operated 
as a real discrimination against and an obstruction to interstate 
commerce, 


COMMISSION WITHOUT POWER 


Opening of the San Diego route on traffic moving between 
Sacramento and San Francisco and intermediate points on the 
one hand, and points on the San Diego & Arizona railroad, and 
points, Yuma, Ariz., and east, on the other hand, with rates no 
higher than rates contemporaneously in effect via Los Angeles, 
in accordance with the prayer of the complainant in No. 15526, 
San Diego Chamber of Commerce vs. Alabama & Vicksburg 
et al. Examiner Warren H. Wagner thinks, is beyond the power 
of the Commission. Therefore he has recommended the dis- 
missal of that complaint. 

The through routes and joint rates sought, Wagner pointed 
out, would have to apply over the lines of the Tijuana & Tecate 
Railway Company, and the Inter-California Railway Company, 
both of which lines are located entirely within Mexico and are 
not parties defendant. 

The railroads, Wagner said, questioned the jurisdiction of 
the Commission to require the establishment of through routes 
and joint rates through an adjacent foreign country, to points 
within the United States. Wagner said the complainant and 
the intervening Arizona Corporation Commission, the latter 
supporting the complaint, cited several cases, which, he said, 
they contended, showed that the Commission had jurisdiction. 
He pointed out that in each of the cases so cited the question 
was whether the Commission could award reparation where 
a foreign line was involved. He said that the Commission, in 
numerous cases, had found it had no jurisdiction to prescribe 
joint rates for the future from or to a point in the United 
States to or from a point in a foreign country, or from a point 
in the United States through a-foreign country to a point in 
the United States. 

In view of that conclusion, he said, it was unnecessary to 
pass upon the failure of the complaint to include the two lines in 
Mexico as parties defendant. 


MISROUTING REPARATION 


A finding of misrouting and overcharge has been recom- 
mended by Examiner Charles R. Seal, in No. 15947, Bogue 
Supply Company vs. Nevada Copper Belt and Director-General, 
as to a shipment of machinery, forwarded in August, 1919, from 
Yerington, Nev., to Salt Lake City, Utah. The complaint was 
that the rate was unreasonable and in violation of the aggregate 
of intermediates part of the fourth section. The shipment was 
unrouted. At the time it moved the Director-General was using 
the tracks of the Southern Pacific in Nevada for westbound 
traffic and the parallel tracks of the Western Pacific for east- 
bound traffic. The shipment was handled over the Western 
Pacific from Weso, Nev., to destination. 

In the absence of specific routing, the examiner said, the 
shipper was entitled to the protection of the lowest rate over a 
reasonable route. He said the lines of the Southern Pacific 
from Wabuska to Ogden, Utah, and the Oregon Short Line to 
destination, formed a reasonable route. He said a commodity 
cluding Salt Lake City, applied over those lines from Hazen, 
rate of 69 cents, from California groups to points in Utah, in- 
Nev., under an intermediate application provision of the tariff, 
as supplemented. Addition of that factor to the factors about 
which there was no dispute, Seal said, resulted in a combination 
of $1.08 instead of the combination of $1.35 intended to have 
been applied but which was not used in assessing the charges. 
Instead of that combination the charges were assessed at a 


Vol. XXXV, No. 1 


rate of $1.345, the examiner being of the opinion that the inten- 
tion was to assess charges at the $1.85 combination. He said 
the complainant was entitled to reparation. 


WEST COAST PULP RATES 


In a proposed report on No. 15289, Crown Willamette Paper 
Company vs. Director-General et al., Examiner Warren H. Wag- 
ner has recommended that the Commission find rates on wood 
pulp, all-rail or water-and-rail, from points in Oregon and Wash- 
ington, to Los Angeles, between July 1, 1918, and December 29, 
1919, not unreasonable. He further recommended that the Com- 
mission find rates for a part of the rail haul on that commodity, 
all-rail or water-and-rail, from Camas, Wash., and West Linn 
and Lebanon, Ore., to Floriston, Calif., unreasonable and award 
reparation. 

The complaint was that the rates were unreasonable. Rep- 
aration cnly was sought. The water rates were not in issue. 
Combinations were charged. Subsequent to the movement lower 
joint rates were established to Floriston. In connection with 
the water routes, Wagner said, the factor, rail, from San Fran- 
cisco to Floriston had been reduced to the level of the intra- 
state commodity rate formerly in effect. Reparation, he said, 
was sought to the basis of the reductions. 

The Director-General, Wagner said, contended that the com- 
plainant was not entitled to interest, basing his contention upon 
the ground that the Commission had no power to award interest, 
against the Director-General and that there had been no prayer, 
specifically, for interest. Wagner said the prayer was for a 
specific sum “or such other sum, as, in view of the evidence to 
be adduced herein, the Commission shall determine the com- 
plainant is entitled to as an award of damages.” Wagner said 
the prayer was sufficiently broad to include interest. He said 
the contention of the Director-General as to authority, was dis- 
posed of in Shreveport Creosoting Company vs. L. & P., 92 I. C. 
C.,. Si9. 

Following Crown Willamette Paper Company vs. Director- 
General, 78 I. C. C., 273; and Same vs. Same, 87 I. C. C., 51, 
and the record in this case, Wagner said the Commission should 
find the rates to Floriston unreasonable to the extent that the 
components beyond San Francisco or Oakland exceeded contem- 


poraneous rates on like traffic from San Francisco or Oakland to 
Los Angeles. 


PIG IRON CASE DISMISSED 


Examiner P. F. Gault has recommended the dismissal of 
No. 15607, Holland Furnace Company vs. Pere Marquette et al., 
on a finding that the commodity rate on pig iron, from Toledo, 
to Holland, Mich., is not unreasonable or otherwise unlawful. 
The allegation was that it was not only unreasonable but also 
unjustly discriminatory and unduly prejudicial to complainant 
and preferential of its competitors and their localities. 

At the suggestion of the Michigan commission, which had 
a complaint involving the rate from Detroit to Holland before 
it, a joint hearing was held. Gault’s report, however, relates 
only to the rate from Toledo. 


The Pere Marquette has the only single-line route between 
Toledo and Holland. The distance is 210 miles. For purposes 
of comparison, and a basis for relief, the examiner said, the 
complainant used a route of 190 miles computed over the New 
York Central to Jackson, thence over the Michigan Central and 
the Pere Marquette to destination. The railroads criticized that 
multiple-line route and contended that the single-line route of 
the Pere Marquette was reasonably direct. They pointed out 
that the class rates were based upon the Pere Marquette5ds 
single-line route and that in some instances the proposed route 
would involve a four-line haul, as a part of the traffic from 
Toledo originated on the Wheeling & Lake Erie. 


Detroit and Toledo take the same rate on pig iron to Hol- 
land. The tariffs, the examiner said, did not group destinations 
but, in as much as the same rate applied to many points, the 
effect was something of a grouping nature. The complainant 
showed an exhibit with 43 destinations taking a rate of $3.15 
per ton for distances varying from 183 to 320 miles; $2.90 for 
distances from 139 to 225 miles; $2.65-.from 119 to 203 miles; 
$2.39 from 115 to 135 miles; and $2.02 from 82 to 120 miles. 
The distances from Detroit to Holland and Grand Rapids, those 
points taking the same rates, are considerably less than from 
Toledo. 

Comparisons were made between the rates to Holland and 
to Milwaukee and Detroit, where the competitors of the com- 
plainant, the examiner said, were located. The difficulty en- 
countered in making those comparisons, Gault said, was that 
that class and commodity rates were brought into contrast, the 
trouble being caused by the fact that the rates were made on 
different principles. He said the record afforded many exam- 
ples of seeming in consistencies in the pig iron rates in that 
territory and thus was corroborative of the admission by a wit- 
ness for the carriers that for some time there had been an im- 
proper situation with reference to the rates from Detroit and 
Toledo. But he added the present case dealt with the specific 
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rate from Toledo to Holland, not with imperfection in the gen- 
eral rate structure as might be indicated. He came to the con- 
clusion that the Commission should find the rate not unrea- 
sonable. 


MEAT RATE ADJUSTMENT 


In a report on No. 15198, Powers-Begg & Company vs. Wa- 
bash, Examiner John C. Donnally said the Commission should 
find the rate on fresh meats, in mixed carloads with packing 
house products, from Jacksonville, Ill., to Detroit, prior to No- 
vember 5, 1920, was not unreasonable, but unduly prejudicial. 
He said reparation should be denied for want of proof of dam- 
age. 

A further recommendation is that the rate on packing house 
products, in mixed carloads with fresh meats, from Jackson- 
ville to Detroit, between November 5, 1920, and April 15, 1922, 
was unreasonable to the extent it exceeded the contempora- 
neous fifth class rate for the same haul, subject to a minimum 
revenue per car based on 21,000 pounds of fresh meat, and 
that the complainant was entitled to reparation. 

The complaint alleged the rates on fresh meats and packing 
house products, between August 28, 1920, and March 4, 1922, 
were unreasonable prior to November 5, 1920, to the extent the 
applicable third class rate of 72 cents on fresh meats so shipped 
exceeded 52.5 cents, and subsequent to that date to the extent 
the applicable commodity rate of 52.5 cents on packing house 
products so shipped, exceeded the contemporaneous fifth class 
rate of 38 cents to December 5, 1920, and 37.5 cents thereafter. 

The 52.5-cent rate mentioned was applicable from St. Louis. 
The examiner said the record sustained the allegation that the 
72-cent rate was unduly prejudicial in relation to the contem- 
poraneous rate from St. Louis. He added, however, that it had 
not been shown that the St. Louis shippers controlled prices 
at Detroit nor proof of damage due to the unlawful relation- 
ship. He said the 72-cent rate was based on the distance scale 
prescribed in the C. F. A. Class Scale case, 45 I. C. C. 254, but 
that the record did not warrant a finding of unreasonableness. 

The defendant admitted, the examiner said, that the ap- 
plication of the 52.5-cent commodity rate to packing house prod- 
ucts in lieu of the lower class rate was an error on the part 
of the publishing agent, and that the intention was to accord 
Jacksonville the same rates as St. Louis on both fresh meats 
and packing house products. He said there was no attempt 
to defend the measure of the increased rate on packing house 
products. 

A commodity rate which exceeded the class rate, which 
would otherwise apply, he said, required defense. 


WASTE MATERIAL ACCEPTANCE CASE 


In a report, on further hearing, on No. 14948, National Asso- 
ciation of Waste Material Dealers, Inc., vs. Delaware, Lacka- 
wanna & Western, Examiner Frederick M. Dolan said the Com- 
mission should find the defendant’s refusal to accept, under its 
tariff, carload shipments of waste paper and rags (except rags 
when in compressed covered bales), at its pier freight stations 
in Manhattan Borough, situated on piers 13, 41 and 68, North 
River, and pier 23, East River, unreasonable. He said the Com- 
mission should find the third section allegation had not been 
sustained. 

The complaint alleged that refusal to accept the commodi- 
ties mentioned, while the defendant accepted other commodities, 
was unreasonable and unduly prejudicial to shippers of waste 
paper and rags located in Manhattan Borough, in violation of 
the first and third sections of the interstate commerce law. 

Examiner Dolan said that since 1906 the defendant, by ap- 
propriate tariff provisions, had refused to accept or deliver 
carload shipments of waste paper and rags, with the exception 
noted, at its pier stations in Manhattan. He said there was prac- 
tically no such commodities tendered for delivery in Manhattan 
and that therefore the shipments involved were outbound, for 
points on the Lackawanna’s line. 

Dolan said the restriction was based solely on the Lacka- 
wanna’s desire to reduce the fire hazard. He said the carrier 
had a right to reduce the fire hazard. He said the record indi- 
cated, however, that the non-acceptance of rags and waste paper 
by the Lackawanna worked an unreasonable hardship on the 
members of the complaining association. He said the Lacka- 
wanna was the only carrier in New York that refused to receive 
these commodities at any of its pier stations. He said the dan- 
ger of fire seemed exaggerated. Wet rags and paper, he said, 
were forbidden under the Commission’s regulations for the trans- 
potation of dangerous articles but that dry rags and paper did 
not seem to produce the hazard warranting exclusion from all 
stations. 


RATES ON GRANITE, ETC. 


Although holding that rates charged on dressed granite and 
granite monuments from Barre, Montpelier, Northfield and 
Waterbury, Vt., to Chicago and other destinations in Illinois and 
Indiana, were inapplicable, Examiner P. F. Gault, in a proposed 
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report on No. 15869, Heller Brothers et al. vs. Director-General, 
as agent, has recommended a denial of reparation because the 
record did not adequately show that the complainants paid the 
transportation charges on their respective shipments. The ship- 
ments moved in 1918 and 1919. Fifth-class rates were charged, 
the examiner said. Complainants contended that commodity 
rates lower than the contemporaneous fifth-class rates were 
applicable. The examiner said the Commission should find that 
the rates assailed were inapplicable to the extent they exceeded 
contemporaneous rates produced by scale 134 shown in Agent 
G. J. Pierce’s I. C. C. No. 178. 


WALL PAPER RATES 


A finding of undue prejudice has been recommended by 
Examiner Alfred S. Knowlton, in No. 16136, Becker, Smith & 
Page, Inc., et al. vs. Boston & Maine et al., as to rates on oat- 
meal or ingrain wall paper, carloads, from North Hoosick and 
Walloomsac, N. Y., and Appleton and Neenah, Wis., to Jersey 
City and Philadelphia. He said the Commission should find the 
rates had not been shown to be unreasonable or in violation of 
section 6, as alleged, but unduly prejudicial to the extent they 
exceed the rates contemporaneously charged on unfinished wall 
papers, in rolls weighing 100 pounds or more, minimum 40,000 
pounds. 

The dispute arose over the fact that oatmeal or ingrain wall 
papers may be and are used without any further finish, although 
the oatmeal effect is produced by a mere difference in the 
handling of the wood fiber filler, the oatmeal effect being pro- 
duced by keeping some of the wood fiber or other filler dry 
until the rolling is done instead of, as usual, wetting the whole 
amount. Sometimes the unfinished oatmeal paper is used with- 
out further process, except re-rolling it into rolls ready for use 
by paper hangers. Attempts to ship it in that form as unfin- 
ished wall paper caused the dispute. The complainant disap- 
proved of that. The Boston & Maine said it was willing to 
apply the unfinished rates to oatmeal paper as it came from the 
mills, if its connections would join with it. 


RATE ON COAL 


Examiner E. L. Gaddess has recommended dismissal of the 
complaint in a proposed report on No. 14918, Municipal Electric 
& Water Departments, City of Anderson, Inc., vs. C. C. C. & 
St. L., et al., on a proposed finding that a rate of $3.36 per net 
ton charged on five carloads of bituminous coal shipped in No- 
vember, 1920, from Marissa, Ill, to Anderson, Ind., was not 
unreasonable. Complainant alleged that the rate was unjust 
and unreasonable to the extent that it exceeded $2.40. Over- 
charges found to exist should be refunded, the examiner said. 


REPARATION ON BUILDING TILE 


An award of reparation has been recommended by Exam- 
iner Morris H. Konigsberg in a proposed report on No. 15488, 
Los Angeles Pressed Brick Company vs. Director-General, as 
agent, Santa Fe et al., on a finding that rates charged on 11 
carloads of hollow building tile from Alberhill, Calif., to Saticoy, 
Kdfu, and Santa Paula, Calif., between December 2, 1919, and 
December 20, 1919, were unreasonable. Charges were collected 
on the basis of the applicable rate of 22.5 cents. Reparation 
was recommended to the basis of a rate of 17 cents. A 17-cent 
rate was contemporaneously in effect on fire and wire-cut face 
brick between the points in issue, the examiner said, adding 
that in National Paving Brick Mfrs. Asso. vs. A. & V., 68 I. C. 
C., 213, 222, and the Memphis Southwestern Investigation, 77 
I. C. C., 473, 534, the Commission found that the same rates 
should be maintained on hollow building tile as on face, fire and 
paving brick. 


LIQUID BLEACH REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Attorney-Examiner W. B. Hunter, in 
No. 15987, Michigan Electrochemical Company vs. Chicago & 
North Western, as to the rate and the charges thereunder, on 
liquid bleach, in shipper’s tank cars, from Menominee, Mich., to 
Peshtigo, Wis. The rate charged was 8 cents, imposed on eleven 
carloads, shipped between June 19 and August 23, 1923. The 
complaint alleged the rate was unreasonable to the extent it 
exceeded a rate of 3 cents, minimum 80,000 pounds, established 
August 23, 1923. The examiner said the Commission should so 
find and award reparation to that basis. 


VOLCANIC ASH REPARATION 


Attorney-Examiner W. B. Hunter, in a report on No. 15837, 
Colgate & Company vs. Pennsylvania et al., said the Commis- 
sion should find unreasonable, a rate of 62 cents on a large num- 
ber of cars of volcanic ash, shipped in the two years prior to the 
filing of the complaint, April 15, 1924, from Meadé, Kans., to 
Jersey City, to the extent that the factor, east of Chicago, ex- 
ceeded 31 cents prior to July 1, 1922, and 28 cents thereafter. 
The rate charged was a combination of 24 cents to Chicago and 
88 cents east thereof. The examiner said the rate charged the 
complainant, used in making scouring cleanser, was out of line 
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to the extent the factor, east of Chicago, exceeded the factors of 
28 cents applied east of Chicago on heavy-loading cheap com- 
modities such as sand, copper, ore, zinc ore and concentrates 
and barytes. He said the Commission should award reparatian 
to the basis of the 31 and 28-cent factors proposed by him and 
enter an appropriate order. 





CEDAR PENCIL SLAT RATES 


Attorney-Examiner W. B. Hunter, in a report on No. 15769, 
Joseph Dixon Crucible Company et al. vs. Pennsylvania et al., 
has proposed a basis for making rates on cedar pencil slats, from 
Shelbyville, Murfreesboro, Lewisburg, South Pittsburgh, and 
Chapel Hill, Tenn., to Jersey City and New York and from 
Shelbyville, Tenn., to Savannah, Ga. He has recommended that 
the rates in question be found unreasonable, reparation be 
awarded and new rates for the future be ordered established on 
the basis of 120 per cent of the rates on cedar lumber contem- 
poraneously in effect. The report also covers No. 15608, F. & O. 
Cedar Works, Ltd., vs. Nashville, Chattanooga & St. Louis et al. 
The complaints in the leading case alleged a rate of 83.5 cents 
prior to July 1, 1922, and 75 cents thereafter, imposed on ship- 
ments between April 1, 1922, and December 31, 1923, was unrea- 
sonable to the extent it exceeded 66.5 cents prior to July 1, 1922, 
and 60 cents thereafter. In the cedar works complaint a rate of 
65 cents prior to July, 1922, and 58.5 cents thereafter, from 
Shelbyville to Savannah, was alleged unreasonable to the extent 
it exceeded the contemporaneous rate from Huntsville and 
Chase, Ala. Prior to July, 1922, it was 40 cents and 36 cents 
thereafter. 

Hunter said cedar slats were clearly a product such that 
the rates thereon might be judged by the rates on lumber, citing 
in support of that proposition, Tank & Tower Council vs. A. & R., 
91 I. C. C. 309, and the cases therein cited. He said that pencil 
slats, ordinarily, were produced in lumbering districts, so the 
lumber rates were or are in use from such points of origin. 


NEW MEXICO LINE OPPOSED 


Examiner H. C. Davis, in a proposed finance report, has 
recommended a finding that public convenience and necessity 
is not shown to require the construction by the New Mexico 
Central Company of an extension of its line of railroad in 
Santa Fe and Rio Arriba counties, New Mexico. The company 
is seeking permission to extend its line from Santa Fe to 
Gallina, N. M., a distance of approximately 100 miles. 

Mr. Davis said the claimed purposes of the proposed ex- 
tension were to develop the territory, carry the traffic, and 
create additional tonnage for the applicant’s existing line, and 
thus assure its ability to continue in operation. He said it was 
represented that the present line served an extensive com- 
munity which had no other transportation facilities, but that 
the operating revenues were insufficient to pay operating ex- 
penses. 

The report set forth in detail representations with respect 
to the natural resources of the territory to be served. The 
examiner said the record did not justify the conclusion that 
the applicant could obtain the volume of traffic which it antici- 
pated. He said the country along the route of the proposed 
extension offered little present support for a railroad, that 
the prospect for future traffic was speculative, depending on 
the development in the tributary country. He said the record 
did not afford any assurance that the line, as a whole, could 
earn a fair return on the cost of the proposed extension, esti- 
mated by the applicant at $2,106,525 for construction, and $410- 
000 for equipment, and that the applicant’s ability to pay 
operating expenses and contemplated fixed charges was at 
least doubtful. The plan of financing proposed, which con- 
templated the payment of the construction cost wholly from 
the proceeds of the bonds, and the issue of bonds in excess 
of the amount estimated as necessary to construct the exten- 
sion and make contemplated improvements on the existing 
line, did not commend itself, Mr. Davis said. 


UNCONTESTED FINANCE CASES 


The Rio Grande Eastern Railway Corporation has been au- 
thorized to acquire and operate a line of railroad in Sandoval 
county, New Mexico. Request for permission to retain excess 
earnings was denied. 

The Atchison, Topeka & Santa Fe has been authorized 
to operate over approximately 4 miles of branch line, known 
as the Rich Grove spur, in Tulare county, California. The 
branch is owned by the Southern Pacific and the two com- 
panies have an agreement providing for operation over the 
line by the Santa Fe. 

The Commission has authorized the Norfolk & ‘Western to 
assume obligation and liability for $6,000,000 of equipment trust 
certificates to be issued by the Bank of North America & Trust 
Company. They are to be sold for not less than 97 per cent 
of par and accrued interest. 

The Maine.Central has been authorized to issue $4,000,000 
of first and refunding mortgage 5% per cent gold bonds and 
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sell them for not less than 97 per cent of par and accrued 
interest. 

The St. Louis, Brownsville & Mexico has been authorized 
to assume, as assignee, obligation and liability in respect of 
$1,740,000 of equipment trust certificates of the New Orleans, 
Texas & Mexico. 

To enable it to take care of $40,000 of second mortgage 
bonds maturing April 1, the Glasgow Railway Co. has been 
authorized to issue and sell $33,000 of 30-year 6 per cent mort- 
gage bonds at not less than par; also to sell $7,000 of such 
bonds now held in its treasury. 

The Norfolk & Western has been authorized to issue and 
sell $6,000,000 of divisional first lien and general mortgage 
4 per cent bonds at not less than 88 per cent of par and accrued 
interest. Action was deferred on request for authority to issue 
$6,000,000 additional of such bonds. 

The Detroit, Toledo & Ironton hag been authorized to 
issue and sell at not less than par and accrued interest $159,000 
of first mortgage fifty year 5 per cent bonds. 


FINANCE APPLICATIONS 


The Denver & Salt Lake Western Railroad Company has 
applied for authority to construct and operate a line of railroad 
from a point on the Denver & Salt Lake, known as Orestod, 
in Eagle county, Colorado, to a point of connection with the 
Denver & Rio Grande Western, known as Dotsero, also in 
Eagle county, and for permission to retain excess earnings. 
The proposed line would be approxmiately 41 miles long. 

The applicant said that the corporation was organized to 
construct and operate the line, but that at present it was not 
an operating corporation. W. R. Freeman is president cf the 
company. The reasons why the public convenience and neces- 
sity require the proposed construction were stated as follows: 

The Denver & Salt Lake railroad extends from Denver, Colo., 
in a general westerly direction, to Craig, Colo. The Denver & Rio 
Grande Western railroad extends from Denver, Coio., south to Pueblo, 
Colo., thence in a general westerly direction to Salt Lake City, Utah. 
A connection between these two lines, by means of the line pro- 
posed to be constructed, would shorten the distance from Denver to 
Salt Lake City by approximately 173 miles over present Denver & 
Rio Grande Western mileage. A railroad tunnel on the line of the 
Denver & Salt Lake, known as the Moffat tunnel, passing through 
the main range of the Rocky mountains, 6.1 miles in length, is now 
in process of construction and it is expected that it will be completed 
in 1926. This tunnel, when finished, will provide a ruling grade 
against eastbound traffic of 1 per cent. It is a known fact that the 
construction of the proposed line of road, connecting the Denver & 
Salt Lake railroad with the Denver & Rio Grande Western railroad, 
will be advantageous to the public as well as mutually advantageous 
to said lines of railroad connected thereby. 

The Lake Tahoe Railway & Transportation Company has 


applied for authority to issue and sell promissory notes aggre- 
gating $35,000. 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 12996, John W. Eshelman & Sons 
et al. vs. Arkansas Central R. R. et al., have filed a petition 
with the Commission requesting a modification of the decision 
therein. 

J. R. C. Boyer, successor in interest to the complainant in 
No. 14501, Universal Oil Company, Inc., vs. Director-General, 
Southern Pacific Co., et al., has asked the Commission to reopen 
its proceeding for reargument. ° 

The complainants in No. 12358 (and consolidated cases), 
Texas Live Stock Shippers’ Protective League et al. vs. Director- 
General, Abilene & Southern Ry., et al., have asked the Com- 
mission to grant further hearing therein. 

The Morton Salt Company, interveners in No. 14106, 
Sterling Salt Company vs. Ann Arbor R. R. et al., have filed a 
petition with the Commission requesting reargument or rehearing. 

The complainant in No. 12596, Pressed Steel Car Company 
vs. Director-General, B. & O. R. R. et al., has filed 4 petition 
with the Commission asking for further hearing and argument 
therein. 

The complainant in No. 15334, the Rutenber Electric Com- 
pany vs. C. C. C. & St. L. Ry. et al., has asked the Commission 
to grant a rehearing. 

The complainant in No. 15293, Bimel Spoke & Auto Wheel 
Company vs. Lake Erie & Western R. R. et al., has filed a 
petion with the Commission requesting a rehearing. 

The complainant in No. 143691, Sub-No. 1, Virginia Cham- 
ber of Commerce et al. vs. Ann Arbor R. R. et al., has asked 
the Commission to grant rehearing and reargument therein. 


INTERLOCKING DIRECTORATES, ETC. 


H. Hobart Porter, John J. Raskob, Charles H. Sabin, Mat- 
thew C. Brush, Finley J. Shepard, Herbert L. Utter and L. W. 
Baldwin have each been authorized by the Commission to hold 
a directorship with the Missouri Pacific Railroad Company and 
numerous other lines subsidiary thereto. 


CONSOLIDATED CLASSIFICATION 


Copies of Consolidated Classification No. 4 were mailed to 
the railroads this week. They will be mailed to shippers the 
first of next week. 
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SUSPENDED TARIFFS 


In I. and S. No. 2295, the Commission has suspended from 
December 27 until April 26 schedules as published in Louis- 
ville & Nashville first revised pages 17 and 18 to I. C. C. No. 
A-15239 and supplement No. 15 to I. C. C. No. A-15311. The 
suspended schedules propose to restrict the maximum amount 
of switching charges the Louisville & Nashville will absorb 
to $2.25 per car on shipments of coal and coke from mines 
located on the Louisville & Nashville and connections in Ken- 
tucky and Tennessee to destinations in Georgia taking Atlanta 
rate basis and also to increase the through rates on such ship- 











ments. The following is illustrative: 
—- From -_———— 
Windrock Group LaFollette Group 
To Present Proposed Present —- 
eee, E.. Ginas ccc seaciesnwuceinecos 209 240 21: 
Armour, Ga. (3S. A. La RY.) sccccsevus 209 238 214 243 
Armour, Ga. CS. By.) ccccccceccdses 209 239 214 244 


In I. and S. No. 2296, the Commission has suspended from 
December 27 until April 26 schedules as published in supple- 
ment No. 17 to Leland’s I. C. C. No. 1596. The suspended 
schedules propose to revise the rates on hides, pelts and skins, 
carloads, from points in Oklahoma and Texas to destinations 
in Central Freight Association, Trunk Line and New England 
territories which would generally result in increased rates. 
The following is illustrative: 


From 
ae City, 


To Present oe 
Philadelphia, Pa. 88 94 


Baltimore, Md. 
Columbus, Ind, 


eee eee eee et eee ee eres eseereseeeeseeere® 


eee eee tee ee eee eee sees eeeseteeetesestese 


88 92 
06:60: 0.0:0 05910 66:90: 0:61: 8.6 C0igSieleie Sees eieoee~ews 644%4 72% 
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In I. and S. No. 2297, the Commission has suspended from 
December 27 until April 26 schedules as published in supple- 
ments No. 9 and 10 to joint tariff Leland’s I. C. C. C. No. 1703 
and Jones’ I. C. C. No. 1564. The suspended schedules propose 
to increase the rates on fertilizer and fertilizer materials from 
Little Rock-Fort Smith, Ark., group points to El Paso, Tex., 
and related points. The following is illustrative: 


Present Proposed 
From Little Rock, Ark., to El Paso, Tex.....-....0.. 50% 55 


In I. and S. No. 2298, the Commission has suspended from 
December 28 until April 27 the operation of certain schedules 
as published in supplement No. 6 to Minneapolis & St. Louis 
Railroad tariff I. C. C. No. B-562. The suspended schedules 
propose to amend the transit rules governing the stopping in 
transit of hogs at Watertown, S. D., for the purpose of feeding, 
watering, sorting or double-decking, so that the rate on ship- 
ments brought into the transit point in single-deck cars and 
reshipped therefrom in double-deck cars would be that ap- 
plicable on shipments in single-deck cars from point of origin 
to final destination. 


In I. and S. No. 2300, the Commission has suspended from 
January 1, until May 1, schedules as published in Indiana Harbor 
Belt I. C. C. No. 689. The suspended schedules propose to in- 
crease the rate on clean ashes and cinders between points on 
the Indiana Harbor Belt Railroad from $12 per car to 2% cents 
per 100 pounds, carload minimum weight 60,000 pounds. 


In I. and S. No. 2301, the Commission has suspended from 
January 1, until May 1,schedules as published in supplement 
No. 5 to Mobile & Ohio I. C. C. No. B-563. The suspended 
schedules propose to increase the rate on lumber and other 
forest products, carloads, from stations on the Alabama, Ten- 
nessee & Northern Ry., and the Washington & Choctaw Ry., to 


destinations in the Dominion of Canada. The following is illus- 
trative: 


From Aliceville, Ala., to Toronto, Ont., present, 4414; proposed, 
48; to Cobourg, Ont., present, 52; proposed, 54%; to Kingston, Ont., 
present, 52; proposed, 57. From "Bognelsosa, Ala., to Toronto, Ont., 
present, 5044; proposed, 51; to Cobourg, Ont., 


present, 52; proposed, 
58; to Kingston, Ont., 


present, 52; proposed, 60. 


In I. and S. No. 2302, the Commission has suspeded from 
January 1, until May 1, schedules as published in supplement 
No. 11 to joint tariff Baltimore & Ohio I. C. C. No. 19583 and 
I. C. C. No. W. L. 9260, in supplements Nos. 57 and 58 to Jones 
I. C. C. No. 1420 and in his I. C. C. No. 1594. The suspended 
schedules propose to revise the rules governing the furnishing 
of bedding furnished by the carrier and which would result in 
Association territory which would restrict the kind and amount 
of bedding furnished by the carriers and which would result in 
increased charges when these specifications are not complied 
with. 

In I. and S. No. 2303, the Commission has suspended from 
January 1, until May 1, schedules as published in supplement 
No. 34 to joint tariff Countiss’ I, C. C. No. 1129, Jones’ I. C. C. 
No. 1476, Van Ummersen’s I. C. C. No. 23, and Wilson’s I. C. C. 
No. A-116. The suspended schedules propose to restrict rout- 
ing on grain and grain products originating on lines other than 
the Chicago, Burlington & Quincy Railroad in the states of 
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Colorado, Kansas, Nebraska and Wyoming destined to Pacific 
Coast territory, when delivered to the Chicago, Burlington & 
Quincy Railroad at Missouri River cities which results in in- 
creased rates. The following is illustrative: 


Grain, carloads, to California destinations, via C. & N. 
Neb., C. B. Q.: via C. & N. W.. or Sioux City, Ia., C. B. & Q: 
Via Omaha, Neb., from Clearwater, Neb., present, 61; proposed, 7814; 
from Pierce, Neb., present, 61; proposed, 76%. Via Sioux City, Thin, 
from Wiles, Neb., present, 61; proposed, 704%; from Hoskins, Neb., 
present, 61; proposed, 75M. 


W. Omaha, 


In I. and S. No. 2304, the Commission has suspended, from 
January 1, until May 1, schedules as published in supplement 
No. 19 to Boyd’s I. C. C. No. A-1347. The suspended schedules 
propose to increase rates on paper bags, corrugated paper boxes, 
and related articles, carloads, between St. Louis, Mo. rate points, 
and Norfolk, Columbus, and Schuyler, Nebr., from 31 to 36 
cents per 100 pounds. 

In I. and S. No. 2305, the Commission has suspended from 
January 1 and later, until May 1, schedules as published in 
supplement No. 4 to Erie I. C. C. No. A-6332, and supplements 
Nos. 23, 24 and 25 to Jones I. C. C. No. 1154 and in supplement 
No. 52 to his I. C. C. 1400. The suspended schedules propose 
to cancel the present proportional rates on cocoanut, cotton- 
seed and peanuts oils, foots, tank bottom and soapstock, car- 
loads, from Cincinnati, Ivorydale and St. Bernard, Ohio, Jef- 
fersonville and New Albany, Ind., and Louisville, Ky., to points 
in Trunk Line and New England territories and to various 
points in Canada and apply in lieu thereof class rates, which 
will result in substantial increases on such traffic when transited 
at the points named or where through rates are made on com- 
bination over these points. The following is illustrative: 


Cottonseed oil, from Cincinnati, Ohio, to Baltimore, Md., 
ent (proportional), 22144; proposed (class rates), 46; 
N. Y., present (proportional), 2814; 
a Pa., 


pres- 
to New York, 
proposed (class rates), 49; to 
present (proportional), 25; proposed (class rates), 


In I. and S. No. 2306, the Commission has suspended from 
January 1 and later dates, until May 1, schedules as published 
in tariffs of various carriers in Central Freight Association ter- 
ritory. The suspended schedules propose a general revision of 
rates on crushed stone, in carloads, from various Indiana points 
to Illinois destinations, and between points in Illinois, which 
results in both increases and reductions. The following state- 
ment of rates to Mattoon, Ill. is illustrative: 


From Greencastle (C. C. C. & St. L. Ry.), Ind., present, 88; pro- 
posed, 94; from Greencastle (Penna. R. R.), Ind., ‘present, 101; pro- 
posed, 107; Lehigh (N. Y. C. R. R.), Ill., present, 101; proposed, 107. 

+ 03S atte 

In I. and S. No. 2307, the Commission has suspended from 
January 1 and later dates, until May 1, certain schedules as 
published in tariffs of various carriers in Central Freight Asso 
ciation territory. The suspended schedules propose a generai 
revision of rates on sand and gravel, carloads, from various 
Indiana points to Illinois destinations and between points in 
Illinois, which results in both increases and reductions. The 
following statement of rates to Danville, Ill. is illustrative: 


From Kern, Ind., present, 54; 
Ind., present, 63; proposed, 60; 
proposed, 70. 


proposed, 60; from Summit Grove, 
from Terre Haute, Ind., present, 63; 


In I. and S. No. 2308, the Commission has suspended from 
January 2, until May 2, schedules as published in supplements 
Nos. 24 and 25 to the Pennsylvania Railroad Company (lines 
Pittsburgh, Pa., Oil City, Pa., Erie, Pa., and west) tariff I. C. C. 
F-14638. The suspended schedules propose to increase the rate 
for switching sand and gravel from the plant of the Richmond- 
Greenville Gravel Co., at Richmond, Ind., to the Chesapeake & 
Ohio Ry., at that point from $3.60 per car, to $6.00 per car. 

In I. and S. No. 2309, the Commission has suspended from 
January 1, until May 1, schedules as published in supplement 
No. 34 to Georgia Railroad I. C. C. No. N-767, and various other 
tariffs issued by J. H. Glenn. The suspended schedules pro- 
pose to increase the rates on sewer pipe and related articles, 
carloads, from producing points in the states of Alabama, 
Georgia and Tennessee to South Atlantic ports. The following 
is illustrative: 


From Campania, Ga., to Charleston, S. C., present, 11; proposed, 
151%; to Jacksonville, Fla. present, 13; proposed, 18%; to Savannah, 
Ga., present, 11%; proposed, 15%. From Birmingham, Ala., to 
Charleston, S. C., present, 17; proposed, 22%; to Jacksonville, Fla., 
present, 17; proposed, 22; to Savannah, Ga., present, pS proposed, 21. 


DIVISION HEARINGS SET 
The Commission, in No. 15234, in the Matter of Divisions of 
Freight Rates in Western and Mountain-Pacific Territories, has 
set a hearing for Chicago, February 16, before Attorney-Exam- 
iner Disque. The case is the one initiated by the Commission. 
Commissioner Potter held a number of conferences in an effort 
to settle the questions that had been raised, without the neces- 
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sity for a formal hearing. He did not succeed in bringing the 
clashing interests into harmony. In its order setting a hearing 
the Commission said: a 


This hearing to be limited to the taking of testimony respecting 
divisions of joint rates, as follows: 


On traffic moving between the Pacific coast, on the one hand, and 
Chicago, Peoria and Mississippi River points on the other. 

On traffic moving between either of the two above mentioned 
groups of points between those groups. 


And on traffic moving between points between said groups. 


WHAT IS CRUDE PETROLEUM? 


The Trafic World Washington Bureau 


A corrected order has been issued in No. 14264, The Na- 
tional Refining Company et al. vs. Louisville & Nashville et al., 
re-opening that case for further hearing, solely in respect of 
the hazardous nature of the shipments involved. The order im- 
mediately prior to the corrected one said the hearing would be 
solely in respect of the inflammable nature of the shipments. 
After that order was put out it was suggested that the Commis- 
sion might take judicial notice of the inflammable nature of 
the shipments but that there was some question as to the haz- 
ardous nature of the lading about the rate on which the com- 
plainants had made several points. 


Nearly everything in the case has been duplicated. Two 
complaints have been filed, two arguments have been had and 
two orders providing for further hearing or further argument 
have been put out. The second complaint was called an 


amended complaint. Each could be regarded as complete in 
itself. 


In its essence, the question, it is believed, is as to what is 
crude petroleum. The complainants, National Refining Com- 
pany and Canadian Oil Companies, Ltd., contend the tank car- 
loads of oil they shipped to Findlay, O., and Petrolia, Can., were 
crude petroleum and entitled to the proportional rate on crude, 
from Beattyville, Ky., to the Ohio River. There is no question 
about the rate north of the river, the carriers in that part of 
the country making no distinction, in rates, between crude and 
the products of petroleum. There is, of course, a distinction in 
the incidents of actual transportation, gasoline requiring par- 
ticular placarding and handling while there is no particular re- 
quirement, in the interest of safety, on crude. 

The case was filed because, after a discharged employe of 
the National had told the carriers there was casinghead gaso- 
line in the tank cars that had been sent to Findlay and Petrolia, 
the Louisville & Nashville had the Bureau of Explosives of the 
American Railway Association make an inspection. Its inspec- 
tors found the gravity of the shipments to be about 48 or 49 
degrees, Baume. The railroads contended that crude from Beat- 
tyville had a gravity of 38 or 39 and from the fact that the one 
tank car tested showed 48 or 49, argued that the complainants 
would have to pay the higher gasoline rate of 15.5 cents. 

At one of the arguments the representative of the railroads 
admitted that the safety regulations under which it was sought 
to make the gasoline rate applicable could not be made to fit 
the stuff that had been shipped. He suggested that the only 
way to handle the matter was to apply the classification rating 
of fifth class on the theory that it was a petroleum product for 
which no provision had been made. But he admitted that the 
classification rate of 52 cents would be unreasonable and sug- 
gested that the Commission say what would have been the rea- 
sonable rate to have applied. 


That position was taken in face of a recommendation, in a 
proposed report made by Examiner Burton Fuller that the case 
be dismissed. The examiner recommended the adoption ot 
the position first taken by the railroads, namely, that the gaso- 
line rate was applicable because there was casinghead gasoline 
in the tank car. 


There was no dispute about the presence of the casinghead 
gasoline but the tension vapor in the tank by reason of its pres- 
ence did not bring the contents of the tank cars, several hun- 
dred of them, within the limits of safety regulations for the 
marking of the tanks as containing either blended or casing- 
head gasoline. The essential part of the regulation describing 
a blended gasoline is that the casinghead must be mixed with 
Some “petroleum products.” It was not, in this case, mixed 
with a product but with crude petroleum itself. The mixed 
commodity was sold as crude and refined as if it had been ordi- 
nary crude. 

The record apparently was silent as to whether there was 
any price recognition of the fact that casinghead gasoline had 
been added to the crude. Fayette B. Dow, at one of the argu- 
ments said the crude had been bought at the posted field price, 
named by big oil companies when offering to buy crude. 

At the argument it was brought out that gravity varies ac- 
cording to whether the product of an oil well flowed naturally, 
under gas pressure, or had to be pumped. Mr. Dow asserted 
that the gravity of crude in the Beattyville field ran as high as 
48 or 49 when the well was a flowing one. As to the product 
shipped in this case, it was brought out that the company sell- 
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ing crude to the complainants had a number of leases in eastern 
Kentucky; that from one casinghead gasoline was pumped to a 
field tank; from another plain crude and that the two field 
tanks were put into the tank from which the tank cars were 
loaded. The carrier said the casinghead gasoline was procured 
by scrubbing the natural gas flowing from a gas well lease and 
was not part of the stream that came from the wells that pro- 
duced what was admitted to be crude. 


In the argument the complainant made the point that if 
the stuff shipped was to be condemned because the casinghead 
gasoline had not come actually from the pumped wells that 
produced the admitted crude the volatile product which, in this 
case had caused the controversy, would have to be wasted be- 
cause it could not find a market. 


After the examiner’s proposed report was submitted the 
weighing bureau of western railroads wrote to the Commission 
inquiring as to the nature of its decision in the matter, because, 
as it said, one shipper had refused to pay an undercharge bill 
of $22,000 because it said the Commission had not decided that 
the presence of casinghead gasoline in crude converted the mix- 
ture to gasoline. In the territory west of the Mississippi the 
Commission has compelled the carriers to make a spread in 
their rates between crude and refined petroleum, the lower 
crude rate applying to fuel and gas oils as well as crude. 


The National Refining case started out to be an unim- 
portant matter. It was informally presented to the Commission 
and considered by the bureau of inquiry, the branch of the 
Commission that handles allegations of misbilling and other 
infractions of the criminal parts of the interstate commerce 
law. The bureau gave an off-hand opinion that the gasoline 
rate was applicable, hence the demand for the payment of 
undercharges, followed by a formal complaint that raised the 
questions as to the quality of the various rates. 


In one of the arguments, Mr. Dow asked the Commission 
to consider the case as if the facts were the reverse of what 
they were. He said that in many parts of Kentucky where no 
crude oil was produced, the rate on gasoline was lower than 
the rate that would be applied were a shipment of crude tend- 
ered to the carriers. He asked the commissioners to consider 
what would happen if his clients billed their commodity as 
gasoline so as to obtain the lower rate. He pointed to the 
fact that the commodity shipped was so near what the railroads 
were willing to call crude that they could not tell the differ- 
ence except after the application of a chemical test and the 
setting up of gravity limits that were exceeded by crude as it 
came from flowing wells. 


The case is likely to become one of first magnitude, not 
only because the question as to what constitutes crude raised 
by the western weighing bureau, but on account of the Com- 
mission’s recent reversal of its decision in the Barnett Oil & 
Gas Company case, in the doing of which it pointed to the 
fact that there was no spread, in rates north of the Ohio, be- 
tween crude and refined products. Chairman Hall, in a dissent, 
said that the Commission’s language in that case made vul- 
nerable to attack all the rates on petroleum and its products 
in the territory north of the Ohio and east of the Mississippi. 


OPERATING STATISTICS 


Operating statistics of Class I railroads, exclusive of switch- 
ing and terminal companies, for October and for the ten months 
ended with October, compiled by the Bureau of Statistics of the 
Commission from reports representing 175 roads as to freight 


statistics and 173 roads as to passenger statistics, show the fol- 
lowing: 


Car-miles (loaded)—1,577,866,000 in October and 1,564,428,000 in 
October, 1923; 13,245,615,000 in ten. months ended with October and 
13,786,801,000 in same period of 1923. 

Car-miles (empty)—819,286,000 in October and 791,086,000 in Octo- 
ber, 1923; 7,049,688,000 in ten months ended with October and 7,059,- 
288,000 in same period of 1923. 


Net ton-miles—43,110,000,000 in October and 42,210,000,000 in Octo- 
ber, 1923; 356,390,000,000 in ten months ended with October and 386,- 
024,000,000 in same period of 1923. 

Cars owned—2,360,387 in October and 2,312,990 in Octéber, 1923. 

Per cent unserviceable of total locomotives—18.2 in. October and 
17.9 in October, 1923; 18.8 for ten months ended with October and 
22.2 in same period of 1923. 

Per cent unserviceable of total cars on line—8.2 in October and 
6.6 in October, 1924; 7.8 for ten months ended with October and 8.3 
for same period of 1923. 

Car-miles per car-day—30.7 in October and 30.7 in October, 1923; 
Food for ten months ended with October and 27.9 for same period of 

Net tons per loaded car—27.3 in October and 27 in October, 1923; 
read for ten months ended with October and 28 for same period of 

Passenger train-miles—45,813,000 in October and 46,548,000 in Oc- 
tober, 1923; 461,885,000 for ten months ended with October and 458,- 
325,000 for same period of 1923. 

Passenger train car-miles—302,232,000 in October and 305,740,000 
in October, 1923; 3,031,230,000 in ten months ended with October and 
2,975,974,000 for same period of 1923. 

Passenger train cars per train—6.60 in October and 6.57 in Octo- 
ber, 1923; 6.56 for ten months ended with October and 6.49 for same 
period of 1923. 
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PERFORMANCE OF RAILROADS 


Accomplishments of the railroads in 1924 were reviewed 
this week in a statement issued by the American Railway Asso- 
ciation. Net railway operating income of Class I roads was 
estimated at approximately $970,000,000 or 4.30 per cent on the 
property investment of the carriers. The final figures for the 
year may reach $980,000,000. The statement follows: 


The railroads of the United States were operated with the great- 
est efficiency and economy on record in 1924. 

Translated into dollars, this operating efficiency amounted to 
a saving to the shipping public of approximately $600,000,000 in re- 
duced freight rates alone as compared with the rates in effect in 
1921. As to what the total saving has been, due to this continued 
efficient management, it is impossible to estimate until reports for 
the year are complete. That it has amounted to hundreds of millions, 
is a conservative estimate. 

There also has been a big saving to the public due to the rail- 
roads having been able to furnish adequate and prompt transporta- 
tion to the shippers during the year, thus enabling them to move 
more promptly commodities to market so as to take advantage of mar- 
ket conditions. It is difficult to estimate what this service has meant 
to the public in dollars, but it has been an appreciable amount. 


Most Efficient in World. 


The American railroads are the most economically operated of 
any in the world today and so far as consistent progress and ad- 
vancement toward greater efficiency and economy in operation are 
concerned, stand on a par, if not exceed, any other industry. Fur- 
thermore, the railroads are doing everything possible to continue 
this policy. 

The number of tons of freight originating on Class I railroads 
in the United States twenty-five years ago was half a billion while 
the investment of those roads was ten billion dollars. This meant 
an investment per ton of freight originating of $20. The railroads 
in the meantime have invested another twelve billion dollars, all of 
which was made at rising prices, yet in 1924 the investment account 
of the railroads of this country was only $17.70 per ton of freight 
originating. It is safe to say that no other industry of this country 
has made any such showing. : 

For every one hundred dollar investment, the railroads in 1898 
carried 1,241 tons of revenue freight one mile. In 1924 it was 1,767 
tons for every hundred dollar investment. 

Part of this saving from economy in operation in 1924 was due 
to lesser costs for materials and lower rates for labor. The great 
bulk of it, however, was due to improve methods of operation 
rendered possible by large capital expenditures for equipment and 
other improvements plus the intelligent co-operation and working 
together of the federal and state regulatory bodies, shippers, rail- 
way employes and managements, in tackling the problem not as 
a legislative one but as a purely economic proposition, as it is, 
through exercise of individual initiative, enthusiasm and co-opera- 
tion. 

Capital Expenditures. 


Since their return to private control on March 1, 1920, the rail- 
roads have continued each year to surpass their previous performance 
with the result that in 1924 they furnished the most satisfactory 
service ever given the public in history, both from the standpoint of 
car supply and prompt movement of the loaded traffic. 

A program calling for the furnishing of an adequate transporta- 
tion service was adopted by the railroads in the spring of 1923. All 
plans adopted at that time have been and are being carried out. 

For improvement in the transportation plant and the expansion 
of its capacity, including improvements in and additions to road- 
way facilities, locomotives and cars, the railroads authorized in 1924 
capital expenditures totaling $1,100,000,000. Of that amount, actual 
expenditures in that year were in excess of $800,000,000 which leaves 
approximately $300,000,000 of authorized capital expenditures to be 
carried over into 1925. No estimate has been or can be made as to 
what the capital expenditures will be this coming year, this being 
largely dependent on general business conditions and the freight 
traffic outlook in that year. 

Reports up to November 1, 1924, showed that for locomotives, 
capital expenditures authorized for the year 1924 amounted to $101,- 
233,000; for cars $412,264,000 and for other improvements, which in- 
cludes improvements to roadway, structures and extension of line, 


$563,800,000. 
Ten New High Records. 


Ten new high records were established by the railroads in 1924, 
as follows: 

1. The greatest freight traffic for any one month in history was 
carried by the railroads in October when it amounted to 43,109,- 
743,000 net ton miles. This exceeded by one per cent the previous 
high record made in August, 1920. 

2. More cars were loaded with revenue freight the week ended 
October 25, when the total was 1,112,345 cars, than during any one 
week in history, exceeding by 14,852 cars the record of 1923 which 
remained the peak until this year. : 

3. Except for coal, coke and ore, loading of all other commodities 
this year was the heaviest on record, amounting to 37,800,000 cars, 
or an increase of 1.6 per cent over 1923. 

4. More cars were loaded during the year with grain and grain 
products than ever before, the total being 2,570,000 cars or an in- 
crease of 120,000 cars over the previous high record made in 1922. 

5. Loadings of miscellaneous freight in 1924 were the greatest 
on record for any similar period. 

6. The greatest number of cars for any one week in history were 
loaded with miscellaneous freight the week ended October 25, for 
which the total was 422,890. This exceeded by 24,917 cars or 6.2 
ta cent the previous record week which was that of October 11, 

7. The railroads on October 15th moved 1,030,211 freight cars, 
the greatest number for any one day in history. This included both 
loaded and empty freight cars. 

8. In October, there was an average of 43.8 cars per freight tran, 
the highest average ever attained by the railroads. 

9. The average load of freight per train in October was 770 tons, 
the highest for any month on record. The average for that month 
in 1920 was 737 tons and in 1923, it was 722 tons. 

10. High record in respect to number of surplus freight cars and 
serviceable locomotives in storage when loading of revenue freight 
was in excess of one millon cars a week. At the same time there 
was no car shortage or congestion due to railroad disability. 

With complete reports available for the first 49 weeks—that is, 
from January 1 to December 6, inclusive—and estimates for the last 
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three weeks of the year, loading of revenue freight in 1924 amounted 
to approximately 48,500,000 cars. Except for 1923, which exceeded 
the year just passed by 1,300,000 cars or 2.6 per cent, in the num- 
ber — with revenue freight, the year 1924 was the greatest on 
record. 

Eleven Million Car Weeks. 


The year 1924 started with a heayy freight movement, loading 
of revenue freight for the first three months being the greatest 
ever known for any similar period. A temporary decline, however, 
developed at the end of that period with the result that loadings 
fell below the previous year until the latter part of September, 
when an increase was noted, with the result that all previous high 
records for that season of the year were smashed. Approximately 
300,000 more cars were loaded during the last quarter of the year 
than aie the same period in 1923, which had marked the previous 
record. 

Loadings of one million cars or more of revenue freight were 
reported in eleven weeks with the peak being reached the week of 
October 25 when 1,112,345 cars were loaded. 

Practically all the western ‘railroads broke previous grain load- 
ing records during the year but this enormous traffic was met with- 
out car shortage or congestion chargeable to railroad disability. 
There was also an ample supply of refrigerator cars to meet the 
demands while the supply of open top cars was also satisfactory. 


Regional Advisory Boards. 


The achievement of the railroads in handling the greatest freight 
traffic in October even known in any one month is notable. It was 
hdndled the most expeditiously and with the greatest efficiency on 
record by the railroads of the country, saving milligns of dollars 
to the shipping public by the prompt movement of commodities to 
market. This was accomplished not only by the prompt loading and 
unloading of freight but by speeding up the movement of both loaded 
and empty cars and by increasing the load carried per train. 

The daily average movement per freight car in October was 
30.7 miles, the greatest for any month in history except October last 
year when the same mark was reached. In computing this figure, 
however, account is taken of all freight cars in service, including 
cars in transit, cars in process of being loaded and unloaded, cars 
undergoing or awaiting repairs and also cars on side tracks for which 
no load is immediately available. 

When it is considered, however, that the railroads in October 
had a daily average of nearly 100,000 surplus freight cars in good 
repair compared with 27,000 last year and only 2,650 in 1920 and 
had about 200,000 freight cars in need of repair or an increase of 
approximately 45,000 compared with October last year and 28,000 
over the same month in 1920, the average movement of freight cars 
in October was even somewhat higher than the figures would seem 
to indicate. 

Eliminating surplus freight cars and freight cars awaiting re- 
pair, the daily average movemnet in October was 34.4 miles com- 
pared with 33.2 miles in October, 1923, and 30.9 miles in the same 
month in 1920. For the first ten months in 1924, the average was 
31.5 compared with 30.9 miles last year and 26.8 miles in 1920. 


Shippers Save Millions. 


Credit in no small degree for the remarkable performance of 
the railroads this year is due to the active co-operation on the part 
of the shippers of the country through the various regional advisory 
boards the shippers have organized throughout the United States. 
These organizations are functioning with great satisfaction to ship- 
pers and railroads alike. 

Three regional advisory boards were organized during the year, 
making a total of ten now functioning. The three new ones are the 
Atlantic States Shippers’ Board with headquarters in New York 
which takes in New Jersey, Delaware, part of New York, part of 
Maryland and the esatern half of Pennsylvania; the Mid-West Ship- 
pers’ Regional Advisory Board with headquarters in Chicago which 
covers the States of Illinois, Iowa and parts of Indiana and Wis- 
consin; and the Pacific Coast Board with headquarters in San Fran- 
cisco which takes in the states of California, Nevada, Arizona and 
western New Mexico. 

In addition, the shippers have under consideration the organi- 
zation in 1925 of three other boards one to be in the New England 
states, another in the Pacific northwest and the third in the Pitts- 
burgh industrial district which will include western Pennsylvania, 
Eastern Ohio and Northern West Virginia. 


Earnings. 


As in the case of 1923, the railroads during the past year failed 
to realize the moderate return contemplated under the existing level 
of transportation charges. The net operating income of Class I car- 
riers in 1924 was approximately $970,000,000 or 4.30 per cent on their 
property investment. The earnings of the Class I carriers in 1923 
were $977,657,000 or 4.47 per cent. This estimate as to 1924 was 
based on complete reports for the first ten months which showed 
a net operating income of $805,075,079, or at the annual rate of re- 
turn of 4.31 per cent on the property investment, and an estimate 
based on incomplete reports for the last two months of the year. 


Taxes, 


Class I railroads in 1924 paid $350,000,000 in both federal and state 
taxes, or nearly $1,000,000 a day. This was an increase of about 
$13,618,000 over the total taxes paid in 1923. 

Cash dividends paid on railroad stock in 1924, according to an 
estimate by the Bureau of Railway Economics, amounted to $303,- 
000,000, an increase of about $5,486,000 over the year before. 

New Equipment. 

In order to continue to ‘provide adequate transportation service 
to the shippers of this country, Class I railroads will have placed in 
service in 1924 a total of 158,000 freight cars. This estimate is 
based on complete reports for eleven months and an estimate as to 
the number of cars placed in service during December. 

Detailed figures for the full year are not available but from 
January 1 to December i, box cars placed in service totaled 67,939, 
coal cars 47,196 and refrigerators 12,640. There were also 45,095 
freight cars on order on December 1. 

Locomotives placed in service during the year totaled 2,100 
compared with 4,037 the preceding year. Locomotives on order De- 
cember 1 totaled 265. 

Surplus Freight Cars. 

The railroads at the end of 1924 had more than 300,000 surplus 
cars in good repair and immediately available for service if nec- 
essary compared with 312,338 on January 1, 1924. Absolutely no car 
shortage is being reported anywhere despite the fact that loading 
of revenue freight for the last three months was the heaviest for 
any similar period on record. 


Equipment Repairs. 
Freight cars in need of repair on December 1, the latest figures 
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available, totaled 189,140 or 8.2 per cent of the number on line. On 
January 1, 1924, such cars numbered 158,175 or 6.9 per cent while on 
January 1, 1923, there were 190,000 or 8.3 per cent. 

Locomotives awaiting repair at the end af the year totaled 11,500 
or eighteen per cent of the number on line compared with 10,376 or 
16.1 per cent on January 1, 1924. The motive power situation on the 
railroads of this country has been the best during 1924 on record, 
there having been approximately 5,000 serviceable locomotives in 
storage during the peak traffic which it was unnecessary for the rail- 
roads to place in service. At the end of this year the number of serv- 
iceable locomotives in storage was in excess of the 5,000 mark. 


COAL PRODUCTION AND SHIPMENT 


“There was no appreciable change in the rate of soft coal 
production in the second week of December, and the total 
output is now estimated at 10,760,000 net tons, as against 
10,723,000 tons in the preceding week,” according to the weekly 
report of the Geological Survey which, in part, follows: 


In this connection it is of interest to note that even though the 
movement of coal up the lakes has virtually ceased, production has 
not sagged in consequence. 

The average daily rate of output now stands just below the 
1,800,000-ton mark, and is almost exactly at the same level as the 
corresponding weeks of 1922 and 1923. It is considerably below that 
for 1920, which, at this date, was close to the peak for the year. 

The production of anthracite improved somewhat in the week 
ended December 30. The total output, as estimated from the number 
of cars loaded is placed at 1,867,000 net tons, an increase of 95,000 
tons. Further gain was prevented by the continuation of the local 
strike at the mines of one of the large producing companies. Com- 
parison with the output in the corresponding week of 1923 shows 
that the present rate of producion is about 3 per cent less than that 
prevailing a year ago. 

Slackening of foreign demand in the week ended December 20 
Was accompanied by an appreciable decline in the dumpings of 
bituminuos coal at Hampton Roads. The total quantity handled over 
the three railroad piers at that port was 374,524 net tons, a decrease 
of 39,473 tons, or nearly 10 per cent. Dumpings for the foreign ac- 
count, exports and bunker coal combined, dropped to 90,295 tons, a 
decrease of 32,447 tons. Cargoes consigned to New England and to 
the ‘‘other coastwise’’ trade remained unchanged and totaled 224,572 
tons and 48,344 tons, respectively. The tonnage destined for points 
inside the capes was less than half that in the preceding week. 

Navigation of the Lakes had not ceased completely in the week 
ended December 22, and 26,124 net tons of bituminous coal were 
dumped over the lower Lake Erie ports, against 76,824 tons in the 
preceding week. Dumpings in the corresponding week last season 
totaled 68,342 tons. 

With the season practically at an end cumulative dumpings of 
cargo coal during the present season to date stand at 22,972,784 tons, 
a decrease from the record for the corresponding period last season 
of 6,816,099 tons, or 23 per cent. Dumpings during 1924, however, 
have greatly exceeded those of 1922, and they have exceeded those 
in 1921 by more than a half million tons. 

Final returns on the receipts of coal at Duluth-Superior harbor 
show that 304,714 net tons were unloaded in December, thus bringing 
the total for the season up to 9,020,872 tons. Of the total receipts, 
1,289,994 tons were hard coal and 7,730, 878 tons were soft coal, de- 
creases, when compared with receipts last season, of 129, 990 and 
3,537,459 tons, respectively. Hard coal receipts were the smallest 
recorded during the last 8 seasons, with the single exception of 1922, 
and were 15 per cent less than the average for those years. Soft 
coal receipts exceeded those in 1919, 1920, and 1922, but they were 
6 per cent less than the average of the 8 preceding seasons. In con- 
sidering the adequacy of the supply for the present winter it should 
be remembered that at the time of arrival of the first cargo this 
season, there remained on the docks nearly 3,000,000 tons of soft 
coal and 100,000 tons of hard coal, whereas, at the opening of navi- 
gation in 1923 the docks were practically stripped. 


REVENUE FREIGHT LOADING 


Loading of revenue freight continues to be the heaviest for 
this season of the year on record, according to reports filed by 
the carriers with the car service division of the American Rail- 
way Association. 

The total for the week ended December 20 was 899,776 cars. 
This was an increase of 22,149 cars over the same week last 
year and 73,464 cars above the same week in 1922. It also was 
an increase of 233,171 cars above the corresponding week in 
1921 and an increase of 251,370 above the corresponding week 
in 1920. 

Due to the usual seasonal decline in freight traffic at this 
season of the year, this was, however, a decrease of 56,985 cars 
under the preceding week. 

Loading by districts the week ended December 20 and for 
the corresponding period of 1923 follows: 


Eastern district: Grain and grain products, 9,718 and 9,157; 
stock, 3,939 and 3,969; coal, 45,786 and 50,802; coke, 
forest products, 5,269 and 5,245; 





live 
2,962 and 3, 460; 
ore, 2,002 and 1,667: merchandise, L. 


Cc. L., 65,858 and 62,788; miscellaneous, 72,558 and 78,876; total, 1924, 
207,992; 1923, 214,964; 1922, 207,063. 

Allegheny district: Grain and grain products, 3,717 and 2,509; 
live stock, 2,753 and 2,948; coal, 48,383 and 52,840; coke, 5,540 and 


5.675; forest products, 3, 193 and 3, 591; ore, 2,385 and 3,266; merchan- 
dise, lL. C. Li, 4, 516 and 48,355; miscellaneous, 68,745 and 66,156; 
total, 1924, 184,232; 1923, 185, 340; 1922, 177,026. 

Pocahontas district: Grain and grain products, 224 and 185; live 
stock, 118 and 136; coal, 34,581 and 26,811; coke, 389 and 392; forest 
products, 1,587 and 1,797; ore, 77 and 123; merchandise, ix, & Ba. 
7,010 and 6,355; miscelianeous, 3,824 and 4 ,079; total, 1924, 47, 810; 1923, 

Grain and grain products, 4,005 and 3,097; live 


39, 878; 1922, 28,425. 
Southern district: 
stock, 2,250 and 2,105; coal, 25,548 and 21,856; coke, 853 and 888; for- 
est products, 26, 708 and 31, 927; ore, 1,343 and 1,516: merchandise, 
L. C. L., 40,974 and 38,941; miscellaneous, 50,740 and 39,756; total, 
1924, 152, 421; 1923, 130,086; 1922, 122,770. 
Northwestern ’ district: Grain ‘and grain products, 11,089 and 
15,174; live stock, 11,332 and 11,069; coal, 10,416 and 7,079; coke, 1,654 
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and 1,550; forest Reg xy 13,713 and 17,775; ore, 606 and 1,147; mer- 
chandise, kn ©. 27,387 and 28,192; miscelianeous, 25,638 and 29, 208; 
total, 1924, 101, 9363 1923, 111,194; 1922, 103,472. 

Central western district: Grain ‘and grain products, 12,805 and 
13,058; live stock, 12,966 and 12,264; coal, 19,388 and 18,711; coke, 325 
and 252; forest products, 8,054 and 9,020; ore, 3,336 and 2,646; mer- 
chandise, L. C. L., 34,649 and 34,637; miscellaneous, 44,032 and "45, 498; 
total, 1924, 135,555; 1923, 136,086; 1922, 132,872. 

Southwestern district: Grain and "grain products, 5,606 and 4,259; 
live stock, 3,062 and 2,497; coal, 6,031 and 5,277; coke, 149 and 177; 
forest products, 8,751 and 7,838; ore, 418 and 427: merchandise, L. C. 


L., 14,289 and 14, 951; miscellaneous, 31,625 and 24,653; total, 1924, 
69, 931; 1923, 60,079; 1922, 54,684. 
Total, all roads: Grain’ and grain products, 47,164 and 47,439; live 


stock, 36,320 and 34,988; coal, 190,133 and 183, 376; coke, 11, 872 and 
11,394; forest products, 67,275 ‘and 67,193; ore, 10,167 and 10, 792; mer- 
chandise, L. C. L., 239,683 and 234,219; miscellaneous, 297,162 and 
288,226; total, 1924, 899,776; 1923, 877,627; 1922, 826,312. 


Loading of revenue freight this year compared with the two 
previous years follows: 








1924 1923 1922 

4 woes Gf JAWMALY. 6 c6ccidcescccccss 3,362,136 3,373,965 2,785,119 
4 weeks of February... ccscccccccces 3,617,432 3,361,599 3,027,886 
GE WGGEE OF TRAGGii sc cicccecsvcnceceus 4,607,706 4,581,176 4,088,132 
& WEEE CF ATH .. ccccieccsesivveccess 3,499,210 3,764,266 2,863,416 
th WOONO GE TRAY... cesissccscswvceccas 4,474,751 3,876,893 3,841,683 
& WOME OL FURGs oc ciccecsiccscasceews 3,625,472 4,047,603 3,414,031 
EE HEE EE wdiaaicieieet cclarcwieneesie 3,526,500 3,940,735 3 252,107 
§ WEGES Cf AUBURE... c:cccccccccccese 4,843,404 5,209,219 4,335,327 
4 weeks of September..............- 4,146,403 4,147,783 3, "699, 397 
4 WEGES Of OClOBEr......ceccsecccces 4,380,149 4,312,650 3,913,046 
§& WEGKS OF NOVOEMDET......06.0ccccccoee 4,972,391 4,889,500 4,668,655 
i a a ee error 968,256 913,921 909,174 
Weee GF DOG. 16k ccccsactssodociens 956,761 899,757 879,052 
WGK OF DGG, Bic ccciwccscevecveus - 899,776 877,627 826,312 

OHRE  waccccivencs sretskaveiatepaienvarerell 47,880,347 49,196,694 42,503,337 


FREIGHT COMMODITY STATISTICS 


In its quarterly summary of freight commodity statistics of 
Class I roads for the quarter ended September 30, 1924, the 
Bureau of Statistics of the Commission has submitted the fol- 
lowing comparison, by general classes of commodities, of the 
tonnage originated and carried in the third quarter of 1924 
and in the same quarter of 1923: 

Number of Tons Originated 








Quarter Quarter Per Cent 

ended Sept. ended Sept. of decrease 

Classes of Commodities 30, 1923 30, 1924 1924! from 1923 
Products of agriculture... ..2.se- - 26,685,646 30,593,365 *14.64 
Animals and products........... 6,924,133 6, 709, 072 3.11 
Products Of MIMNCS. ....2 cece ...205,254,449 175,872,450 14.31 
Products of forests........ ecccce 28,494,514 24,284,475 14.77 
Manufactures and miscellaneous 68,762,512 64,876,835 5.65 
AM Ty ©. Ex. TRAM cscccccscess 11,201,865 10,042,082 10.35 
MINIBE. cceeureglelete si Diave\enaiereieoieieeveig cent gene 312,378,279 10.06 

Total Tons Carried 
Products of agriculture.......... 51,294,999 57,578,369 *12.25 
Animals and products............ 11,992,358 11,921,145 -59 
Products of mines..... Sel caieomcieine 349,028,554 295,701,072 15.28 
Products Of f0rests......cccccesecce 54,209,791 47,963,745 11.52 
Manufactures and miscellaneous.133,014,498 127,277,946 4.31 
BR Te Cu Ex. TGR oicccccccccse Eepeaneus 16,727,293 10.66 
oe peneenw oer eueemues 618,263,204 557,169,570 9.88 
*Increase. 


SECURITIES NEAR $1,000,000,000 
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The efforts which the railroads are making to provide for 
future expansion are reflected in the volume of securities mar- 
keted in 1924, which total approximately $1,000,000,000 at the 
end of December, according to an estimate prepared by the 
National Bank of Commerce in New York. For the first ten 
months of the year the total was 33 per cent greater than any 
whole year since the war and 68 per cent greater than in 1923. 

Of the new issues in 1924, bonds and notes having a matur- 
ity of more than five years make up 87 per cent, 9 per cent 
are in the form of short term bonds and notes and 4 per cent 
in the form of stocks. The volume of stocks issued by the rail- 
roads was greater in the first ten months of 1924 than during any 
other year since the war. Meeting new capital requirements was 
the purpose of 82 per cent of the new issues during the current 
year, while 18 per cent were for refunding purposes. 

The following table compiled by the bank shows new rail- 
way security issues, subdivided as to long or short term bonds 


and notes and stock, and as to amounts issued for new capital 
or refunding purposes, from 1919 to date: 


RAILWAY SECURITY ISSUES, 


Long-_ Short- 
term term 
bonds’ bonds 
and and New 
Year notes notes Stocks Total capital Refunding 
(in thousands of dollars) 
1919 ncccoccccvcncchaaeeee Sts.000 eeeee $208,117 $117,171 $ 90,946 
IOSD scccecdcecces GUGEEe ma,u0e eeeee 377,880 322,380 55,500 
ic ‘occieian 638, "194 16,495 ..... 655,289 352,666 302,623 
«eee. 589,211 35,352 $26,968 651,531 523,808 127,723 
sai. caohel aiee 471,839 19,088 27,322 518,249 464,516 53,733 
1924 (10 months) 759,620 75,250 37,8p4 872,694 712,802 159,892 
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January 3, 1925 


SIMPLIFICATION OF TARIFFS 


The Western Traffic Executive Committee—A. C. Johnson, 
chairman, and R. C. Fyfe, secretary—has made recommenda- 
tions with respect to simplification of tariffs. In a letter to 
western lines and publishing agents it says: 


The question of simplification of tariffs which is being actively 
pressed by the Interstate Commerce Commission has been carefully 
considered by a committee appointed by the Western Traffic Execu- 
tive Committee, to make recommendations with a view of meeting 
the Commission’s requests and suggesting such changes in the Com- 
mission’s tariff rules as will enable the carriers to carry out the 
process of simplification which the Commission is insisting upon. 


The report of.the sub-committee, which has been approved by. 


this committee, is attached hereto: This report is made in two sec- 
tions, the first section dealing with conditions that can and should 
be corrected by the railroads in the matter of simplifying structures 
as well as tariffs and if followed will result in a marked improvement 
over present publications. The second section deals with questions 
which the sub-committee will take up with the Interstate Commerce 
Commission with a view of having the Commission’s tariff rules 
modified to permit greater simplification than can be accomplished 
under the present or proposed new rules of the Commission. 

It is the earnest desire of the Western Traffic Executive Com- 
mittee that this matter be taken up actively by carriers and pub- 
lishing agents and pushed to a conclusion. If this is not done, we 
are convinced that you may expect forceful action on the part of 
the Commission which will bring results, and perhaps prosecutions 
to convince some lines that the Commission is in earnest in its de- 
mands that the situation complained of be cleared up. 

Your co-operation in this work will be appreciated. The sub- 
committee and Classification Committee stand ready to assist car- 
riers where they find a difficult situation and are in need of assist- 
ance in working same out. 


The report of the sub-committee, R. C. Fyfe, chairman, 
follows: 


In consideration of this subject and in making the following report, 
your committee has proceeded under the belief that in the simplifica- 
tion of tariffs, the interests of the user rather than the compiler are 
of paramount importance and that economy in the time of the hun- 
dreds of thousands of employes using tariffs will more than offset 
additional time sometimes required in compilation or additional ex- 
pense in printing. 

Your committee cannot anticipate any material reduction in 
publication costs in the immediate future. 

In this report attention is directed to some things that should 
reduce volume and publication costs, particularly the segregation of 
class from commodity rates, and the further segregation of com- 
modity tariffs, providing in separate issues for the heavy moving 
commodities. 

The present tendency of the tariff bureau of the Interstate Com- 
merce Commission is, by revision of its tariff rules and continual 
criticism of tariffs filed with it, to require more point to point pub- 
lications and this tendency, if continued, will largely add to the ex- 
pense fo compiling and printing of tariffs. 

The committee is of the opinion that no substantial progress can 
be made towards simplifying tariffs and holding down the ever in- 
creasing cost until positive instructions are given to simplify the 
complicated and conflicting descriptions and many comparatively 
trivial differences in rate construction, which are constantly being 
added to by the rate making forces. 

For these reasons our report is made in two sections, the first 
covering things that should be done by the railroads in the matter 
of simplifying rate structures as well as tariffs, the second portion 
covering things we believe should be taken up with the Interstate 
Commerce Commission with a view to securing modification of the 
present rules and the getting of more workable rules under which 
publishing agents and carriers might work. 


Section 1—Rules 


All tariffs, rule circulars and exceptions of publishing bureaus 
and individual lines carrying rules and exceptions to the Classification 
which are at variance with the rules covering the same subject in 
the classification to be carefully checked and an earnest effort made 
to cancel out such specific rules and apply the uniform rules of 
the Classification, which have general application throughout the 
country. 

All rules similar to those in the Classification which cannot be 
removed shall be referred back to this committee. 

The committee is also convinced that the tariffs carry many rules 
which are obsolete and which upon careful check may be eliminated. 

The committee further recommends that the three general terri- 
tories in the west make an effort to unify general rules which are 
outside of the Classification, such as rules covering privileges, peddler 
car rules, feeding and bedding of live stock in transit, and similar 
rules of a general nature which are not carried in the Classification. 


Descriptions. 


Descriptions in commodity tariffs should be revised as rapidly 
as possible to conform to those in the Consolidated Classification. 
The Standing Rate Committees of the Western Trunk Line Commit- 
tee, Southwestern Freight and Trans-Continental Freight Bureaus 
should actively co-operate to secure this revision of descriptions; 
these rate committees to bring to the attention of the chairman of 
the Western Classification Committee any instances where it is found 
that an article will move in some quantity for which no specific 
description is provided in the Classification. 

Minimum Weights. 

The Committee recognizes that in the establishment of com- 
modity rates, minimum weights higher than the Classification basis 
should be made in consideration of the reduction in the ratings where 
it is practicable to get the heavier loading. 

The committee further recommends that no minimum weights 
be made.on a basis lower than the Consolidated Classification provides, 
and that where such lower minimum weights are now provided an 
earnest effort be made to bring same in line with the Classification 
minimums. 

Packages. 


_. ,All commodity tariffs to omit packages specifications except where 
it is desired to prohibit the use of specific packages permitted by 
the Classification, and all such tariffs provide a rule reading sub- 
stantially as follows: ‘Unless otherwise specifically provided herein, 
in connection with individual rate items, the package requirements 
of the Western Classification will govern.” 
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This is not intended to provide for the elimination of standard 
packing specifications and estimated weights such as are provided for 
citrus and deciduous fruits in specific commodity tariffs. 


Mixtures. 


The committee feels that it cannot overestimate the complications 
in tariff publication and the difficulty in apply rates directly caused 
by the varying mixed C. L. provisions and varying descriptions carried 
throughout all commodity tariffs. The application of overhead rates 
and the application of combination rates or the specific publication 
of rates to avoid the necessity of applying overhead of combination 
rates is made almost impossible by these variations in descriptions, 
mixtures and minimum weights. This cannot be cured by any com- 
mittee charged with the simplification of tariffs unless positive in- 
structions are given by executive traffic officers that this shall be 
remedied by securing as soon as practicable more uniformity through- 
out the entire western territory, in descriptions, mixtures and mini- 
mums. 

The committee would recommend that the three general terri- 
tories in so far as it can possibly be done, unify the descriptions 
in the mixtures in their commodity tariffs and that as progress is 
made in this, like descriptions and mixtures shall be used in the 
publications by individual lines. 


Continuous Item Numbers. 


The committee recommends that the subject matter of all tariffs 
(except the indices and except class rates published opposite index 
or station numbers) shall be carried in continuously numbered items. 

Intermediate Clause. 

The innumerable varying rules carried in bureau and individual 
lines’ tariffs all for the same purpose of applying rates as maximum 
to intermediate points, are most confusing in the application of tariffs 
and the committee believes that rules in all tariffs should be uniform, 
although two forms of the rule are necessary, one where no Fourth 
Section departure is intended and the other where Fourth Section 
departure is authorized. These uniform rules should be applied on all 
interstate traffic and departed from only on intrastate traffic only 
where the state laws require such departure. 


Reference Marks and’ Notes. 


No fixed rule can be adopted to include simplifying tariffs in 
connection with reference marks or notes, but the committee believes 
that too many of these explanatory provisions are shown in the tariffs 
separate from or in some other section than the rate items which 
they modify. Unless explanatory notes or reference marks have a 
general application throughout the tariffs, such explanatory notes 
should be published directly in connection with the items involved. 

Obsolete Rates. 


Your committee is convinced that the tariffs carry obsolete rates 
and rates upon traffic the volume of which does not justify the 
carrying of specific commodity rates. We therefore recommend to 
the carriers and the publishing agents that the tariffs be carefully 
checked and obsolete rates be eliminated. 


Section 2—Alternate Application—Class vs. Commodity. 


One of the most important steps towards both simplifying tariffs 
and reducing cost of publication would be the publication in separate 
tariffs of class\’ and commodity rates with alternate application by 
reference in the class to the commodity tariffs and vice versa. This 
would save publication because class rates are run out to all stations 
and seldom changed, so that it would not be necessary to reissue a 
large amount of class rate matter when the tariff is reissued to cover 
the commodity rate section thereof. The elimination of class rates 
from the present combined class and commodity tariffs would ma- 
terially reduce their size, and under the Commission’s rules, reduce 
the size and number of supplements, requiring perhaps more fre- 
quent reissue, but keeping the tariffs in better shape for use by 
agents an dthe public. The alternate application of clas sand com- 
modity rates in separate tariffs, both such tariffs being filed at the 
same stations and sent to the same shippers, would be no more 
difficult than the alternate application of rates in the same tariffs 
or the reference which must always be made to the Classification 
and exception sheets when checking class rates. The alternate ap- 
plication of class and commodity rates in separate tariffs would also 
enable the carriers to split up their commodity tariffs, carrying in 
separate tariffs the rates on a large number of heavy moving com- 
modities and this would reduce the cost of distribution to shippers 
and agents, because many shippers are interested only in the tariffs 
on one or more specific commodities and do not want or need a 
large class and general commodity tariff in which they have difficulty 
in keeping track of the rates on their own commodities. 

The Commission’s tariff bureau has not looked with favor on this 
alternate application of separate tariffs, and the committee recom- 
mends that this be taken up with the Commission before its new 
tariff rules are promulgated and the importance of this issue of tariff 
simplification and expense pointed out forcefully to the Commission. 
The shipping public, particularly the principal shippers, would not, 
the committee believes, be averse to this plan. In fact, a large num- 
ber of shippers have expressed themselves to members of this com- 
mittee as favoring it, and the committee believes that if necessary 
to convince the Commission that this plan would be desirable for 
both shippers and the railroads, that shippers should be asked to 
join in presenting the matter to the Commission. ° 


Overhead Rates. 


Many of the tariffs in western territory carry no through rates 
from points in eastern and southeastern territories while there are 
through rates published from the east and the southeast to western 
destinations in the tariffs of the Southwestern and Trans-Continental 
Freight Bureaus. Other bureau fariffs provide overhead rates be- 
tween mid-western points of origin and such western territories as 
Colorado, Utah and Montana, which must also be held as maximum 
at intermediate points not covered in |those tariffs. ‘The through 
rates in these overhead tariffs must be held as maximum to the in- 
termediate territory not covered by them. To avoid Fourth Section 
violations, the Commission has in some instances authorized the 
publication of specific rules to provide for this, but is opposed to 
providing for such application in its general tariff rules because it 
believes that the permission granted generally would be abused. The 
Committee believes it essential that provisions of this kind should be 
continued and others authorized wherever necessary to hold the rates 
published in these overhead bureau tariffs as maximum at inter- 
mediate points. 

Intermediate Application. 


The observance of the Fourth Section requires the publication of 
some rule which will prevent the application of rates through higher 
rated points. The I. C. C. has recently held, both formally and in- 
formally in several instances, that in the absence of specific routes, 
rates will apply via any line or any part of a line party to the tariff. 
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These rulings have broken down rates and have forced the application 
of lower rates via circuitous routes not intended by the carriers, and 
the carriers’ efforts to straighten the matter out on a reasonable 
basis have been suspended by the Commission. Shippers are noting 
these rulings of the Commission and in constantly increasing cases 
are calling upon the railroads to apply rates to points which are 
not directly intermediate and often carry higher rates in the tariff. 

Some progress can be made by instructing each bureau and lipe 
to give attention to better publication of routing, but the commit- 
tee believes it essential that the Commission should permit the pub- 
lication in tariffs of a rule reading substantially as follows: 

“Except as otherwise provided herein, rates named herein will not 
apply via routes through points (to or from) which higher rates are 
specifically named in this tariff. Exception to this rule to be carried 
where Fourth Section departure has been authorized.”’ 

In connection with this rule and in the same tariffs there should be 
carried a rule authorized by the Commission, Tariff Rule No. 4-J, 
which states a tariff may show routing ordinarily and customarily to 
be used may provide that if for carrier’s convenience shipments are 
sent via routes other than those specified, but over the rails of car- 
riers parties to the tariffs, rates will apply. 


Suspension Supplements. 


The requirement in the Commission’s Tariff Rule No. 9-K, that 
where a tariff or supplement is suspended only in part, the Com- 
mission’s order in full must be printed in the suspension supplement, 
causes a publication which is not clear to either railroad men or ship- 
pers without a careful study of the reading matter in the order. The 
committee believes the same purpose would be better accomplished 
if the Commission would authorize the publication of a concise state- 
ment in tabulated form showing that under a certani I. and S. docket, 
certain. named items of the tariff have been suspended until a cer- 
tain date and that in the meantime other certain named items were 
restored in effect. 

Rule 5. 


Rule 5-B of the Commission’s Tariff Circular now provides in effect 
that where no specific rate is published to certain points, rates may 
be made by adding to the rates named to an intermediate point the 
locals named in another tariff, the through rate not to exceed the 
rates specifically named to a point beyond. This has been very useful 
to guard against violation of the law of the aggregate of the inter- 
mediate clause in the Fourth Section, which would otherwise require 
the publication of rates to many stations where there is little likeli- 
hood of movement. The Commission proposes to cancel this rule one 
year after the new Tariff Circular is made effective. 

The cancellation of this rule would force the publication of tens 
of thousands of little used rates, or place the carriers in a position 
where occasional movements would be in violation of their inter- 
mediate clause. If these additional rates should be published, it would 
be most difficult to keep them lined up with the changing locals of 
other lines. 

Instead of canceling the rule, the Commission should amend it 
to permit its use on commodity rates where no specific commodity 


rate is named, even though a class rate may be named between the 
same points. 


. Commission’s Orders in Relation to Other Rates—Commission’s 
Decisions, 


Many of the Commission’s orders require publication of rates in 
forms that are very burdensome. This covers principally rates on 
mileage scales, also rates made with percentage relationship to the 
class or commodity rates. The Commission orders these rates estab- 
lished on the basis of percentage relationship, but its tariff depart- 
ment prohibits publication on that basis and requires the carriers 
to run out specific rates and frequently these rates must be run out 
from hundreds of points where there is no likelihood of movement, 
simply because the class rate to which they are related is run out 
from those points. 

The Commission’s orders, which are increasing, that rates be 
established on basis of mileage scales create most burdensome publi- 
cation and frequently require establishing rates between many points 
where they are unnecessary and via routes either not practicable or 
which create departures from the Fourth Section. The issuance of 
these orders without accompanying orders permitting departure from 
the Fourth Section via circuitous routes, either cuts out routes cus- 
tomarily used or requires the carriers to make separate application 
for authority to depart from the Fourth Section and comply with 
the Commission’s rate order via customary routes. The committee 
believes this should be called to the attention of the Commission and 
perhaps something can be worked out where the Commission will 


take into consideration these difficulties in publishing before enter- 
ing such orders. 


Reference to Classification for Description or List of Articles Upon 
Which Commodity Rates Apply. 


In publishing commodity rates, it has been the practice in num- 
erous tariffs to use such terms as— 


ue Implements classified Class A’in Western Classifi- 
cation.” 


“Machinery and Machines taking Class A rating under the 
Western Classification,” 
and similar descriptions. This method of publication under the pro- 
posed revised tariff rules of the Commission will not be permissible. 
The effect of this change if insisted upon by the Commission will 
materially add to the volume of commodity tariffs and increase the 
cost of printing. Items which can now be described in a few lines 
will require pageS of additional matter. As an example the follow- 
ing would be typical: 


pon Item 325, page 216, Trans-Continental Tariff 1-W, provides as 
ollows: 

“Agricultural Implements, hand, and Agricultural Implement Parts, 
hand, as described under the head of Agricultural Implements, hand, 
and Agricultural Implement Parts, hand, taking Class A rates in 
carloads in current Western Classification, in’ packages, as provided 
for in current Western Classification, also Scoops, N. O. S., Shovels, 
N. O. S., Spades, min. wt. 24,000 Ibs. 

This item to comply with the Commission’s proposed requirements 
would have to list every item of hand agricultural implements and 
hand agricultural implement parts, numbering approximately forty- 
four items, as follows: 

Agricultural Implements, hand, 
and hand Agricultural Implement 
parts. 

Cultivators, wheeled. 

Cultivators, not wheeled. 

Cutters, feed. 

Cutters, seed potato. 

Drills, wheeled. 


Potato Sorters. 

Rakes, hand. 

Rakes, wheeled. 
Rollers, garden or lawn. 
Scythes. 

Seeders, wheeled. 
Seeders, not wheeled. 
Shellers, corn. 
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Fertilizer Distributors, wheeled. 
Forks. 

Grain Cradles. 

Grain or Seed Cleaning Ma- 


Shellers, 
Sickles. 
Tree Pruners. 
Trowels, garden. 


Pea (Pea Hullers). 


chines, K. D. (Fanning Mills). Weeders, wheeled. 
Hoes, wheeled. Weeders, not wheeled. 
Hoes, not wheeled. Fork heads. 


Hooks, grass. 

Hooks, potato. 

Hooks, manure. 

Knives, cane, corn or hay. 
Mulchers, wheeled. 
Peanut Pickers. 

Peanut Threshers (hand). 
Plant Setters. 

Planters. 

Plows, wheeled. 


While the entry quoted from Trans-Continental tariff would re- 
quire not more than six entries in tariff index, the proposed method 
of publication would require no less than sixty entries. Furthermore, 
under the present method of publication, where new items are added 
to the classification under a general caption, such as Agricultural 
Implements, hand, or Parts, the commodity tariff immediately be- 
comes effective with the change published in the Classification, and 
it is not necessary for the shipper to make application to numerous 
carriers and publishing agents to amend commodity tariffs to take 
care of such new added items. ; 

What the Commission is endeavoring to prevent is the cancella- 
tion of a commodity rate by some change in a Classification rating, 
such as recently occurred in Southeastern territory where commodity 
rates were published on Paper, L. C. L., taking 6th class in Southern 
Classification, and the Classification was advanced to 4th class, L. 
Cc. L., making commodity rates inoperative. 

The change proposed by the Commission should be opposed and 
attention directed to the increase in cost and size of publication in 
which proposed rule will result. 


Grain Cradle Bodies. 
Grain Cradle Fingers. 
Hoe Heads. 
Potato Hook Heads. 
Manure Hook Heads. 
Rake Heads. 
Agricultural 
hand, N. O. 
or wooden. 


Implement Parts, 
I. B. N., iron, steel 


The other members of the sub-committee are: H. H. Brown, 
P. P. Hastings, W. A. Rambach, H. H. Holcomb, J. E. Davis, 
Chas. Croskey, H. W. Beyers, B. H. Stanage. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables fell off 
sharply the week ended December 27, the total number of cars 
having been 5,011 as compared with 9,270 cars the week before, 
according to the Bureau of Agricultural Economics of the De- 
partment of Agriculture. Shipments of potatoes, apples, celery 
and citrus fruit decreased sharply. The totals from the weekly 
summary of carlot shipments follow: 





Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed ‘at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

















Total Total 
Dec. Dec. Dec. This Sea- Last Sea- Total 
21-27, 14-20, 23-29, son to son to Last 
1924 1924 1923 Dec. 27 Dec. 29 Season 
Apples (Western States): 
ae 242 470 608 34,237 48,014 63,014 
Apples (Eastern States): 
AP « Sol 520 495 45,866 60,518 75,084 
Cauliflower: 
eee 69 126 53 1,771 1,606 4,242 
Cabbage (Old Crop): 
: | aa 218 369 343 *35,327 31,712 *37,011 
Cabbage (New Crop): 
| ane 7 20 64 57 128 *35,327 
Celery: 
. |) reer - 22 613 374 *15,383 14,628 16,983 
Grapefruit: 
| er 208 362 256 *5,787 6,589 19,991 
Lemons: 
eer 86 120 85 2,346 2,249 12,610 
Lettuce: 
oe 497 587 421 5,692 4,522 *38,708 
Mixed Citrus Fruits: 
. re 213 +* *932 _ *4,728 
Mixed Vegetables: 
eee 229 *465 316 *28,004 23,816 23,913 
Onions: 
. reer 237 375 323 *22,641 21,538 *29,480 
Oranges: 
ae 684 2,065 858 *16,335 20,067 *78,431 
Peppers: 
OS aoe 5 22 49 1,017 1,310 2,536 
Spinach: 
ee 65 *265 156 *1,554 7 7,514 
String Beans: 
eee 51 13 55 149 280 5,007 
Sweet Potatoes: 
er 146 *348 289 *10,944 11,459 13,948 
Tomatoes: 
| ae 12 7 18 40 50 25,983 
Summary Potatoes: 
Leading Sec- 
tions, Late 
CTOD. e000 1,732 2,251 2,365 84,281 99,114 193,582 
Other Sections, 
Late Crop. 16 58 11 17,591 13,553 15,126 
Early Crop ... 3 3 2 49,832 33,321 33,391 
otal .....1,75 *2,312 2,378 151,704 145,988 *242,099 





** Unavailable. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Demurrage ‘Tariffs 


First of a Series of Four Articles on the Application and Interpretation of Demurrage Tariffs, 
Written for the Traffic World by G. Lloyd Wilson, A. B., M. A., Instructor in 
Commerce and Transportation, University of Pennsylvania 


While there may have been an earlier introduction of car de- 
murrage in the United States, the late Colonel William B. Wilson 
is reputed to be the first to collect demurrage charges. Cars 
detained on the Pennsylvania Railroad, at the time of the Civil 
War, paid demurrage, while Colonel Wilson was in charge of car 
distribution for that road in and about Harrisburg, Pa. He 
assessed and collected, according to J. F. Chalfant, manager 
of the department of demurrage supervision of the American 
Railway Association, a demurrage charge of $5 a car a day for 
detention beyond a free time period of twenty-four hours. 

After that time the carriers made efforts, from time to 
time, to enforce car demurrage charges. Circulars, dated as far 
back as 1884, were issued by John Reilly, superintendent of 
transportation of the Pensylvania Railroad, putting the public 
on notice that twenty-four hours of free time would be allowed 
for loading and unloading, after which period a charge of $1 a 
car a day would be made. 

In those early days there was no published demurrage 
tariffs. The practice of rebating was much in vogue, so that, 
for competitive reasons, it was difficult for any one carrier suc- 
cessfully to enforce demurrage. Only by united action could 
such charges be enforced. This led to the organization of a 
number of car service associations by the carriers. The first 
of these was the one at Omaha, started in 1887. Others followed 
rapidly, so that the country was well covered by 1891. The 
organizations included practically all of the railroads within 
their prescribed territories. The carriers bound themselves, 
under penalty of fines for each infraction, to enforce the rules 
formulated and agreed on by each association. The codes of 
rules of no two of these associations, however, were exactly 
alike, so that at some of the border points there were striking 
differences in practice. These car service associations, however, 
deserve a large amount of credit, for they educated the public 
and the carriers to the need for the enforcement of demurrage 
rules and made the rules stick. In this they received encourage- 
ment, from time to time, of favorable court decisions. 

The managers of these car service associations organized 
themselves into an association of car service managers, and 
from the organization came the first agreement and recom- 
mendation for a uniform code of demurrage rules. No real effort 
to adopt a uniform code of rules was made, however, at this 
time. 

Effect of Regulatory Acts Upon Demurrage 


The passage by Congress of the Hepburn act, amending 
the interstate commerce act, effective August 28, 1906, obligated 
all carriers of interstate traffic to publish and file with the 
Commission, tariffs covering all rates, fares, and charges. Severe 
penalties were provided for failure of the carriers to asSess or 
collect any other or different rates, fares, or charges than those 
specifically set forth in the tariffs lawfully filed. This forced 
the carriers to publish and file their demurrage rules and 
charges, as tariffs, with the Commission. The work and ex- 
pense of printing so many tariffs governing various transporta- 
tion services led the Commission to adopt a lenient policy in 
regard to publishing demurrage tariffs. It permitted the car- 
riers to file, as the tariff of each carrier, the printed code of 
rules that had been published by each car service association 
of which the road was a member, provided each carrier endorsed 
thereon its appropriate tariff number. Each of the larger systems 
of railroads, therefore, had on file with the Commission a differ- 
ent set of demurrage rules for the parts of its line within the 
jurisdiction of each of the car service associations of which it 
was a member. The Pennsylvania Railroad, for example, was 
a member of seven car service associations and, consequently, 
it had on file with the Commission seven different sets of 
demurrage rules. 

Moves Toward Uniformity 


In 1908 the American Railway Association promulgated and 
recommended for adoption by carriers a National Code of De- 
murrage Rules. The National Association of Railway Commis- 
sioners, an organization composed of members of state rail- 
road Commissions and the Interstate Commerce Commission, in 
1909 appointed a committee on demurrage, composed of one 
representative from each state commission and one from the 
Interstate Commerce Commission, to formulate a uniform code 
of demurrage rules that might be made applicable to both 
intrastate and interstate traffic. This committee, of which the 
late Franklin K. Lane, than a member of the Commission, was 
chairman appointed a sub-committee, with Mr. Lane as chair- 
man, to investigate the matter. The committee held public 
hearings in the chambers of the Commission, at Washington, 


April 4 and 5, 1909. Notice of the meeting was given to shippers 
and carriers and the hearing was attended by representatives 
of both. The code of rules recommended by the American 
Railway Association was drawn on for a tentative code of rules 
as the basis of the discussion. After a further hearing at 
Chicago, September 24, 1909, the committee prepared its report, 
which recommended a uniform code of demurrage rules designed 
to meet the transportation needs of the entire country. This 
code was approved at a session of the full committee on Sep- 
tember 27, 1909, with only three dissenting votes—a remarkable 
achievement that reflected much credit on the leadership of 
Mr. Lane. The report was adopted at the twenty-first annual 
convention of the National Association of Railway Commission- 
ers and the uniform code of demurrage rules formulated by 
this body was then endorsed and recommended by the Commis- 
sion for adoption by all interstate carriers. The carriers indivi- 
dually published this uniform code of demurrage rules as a tariff 
and filed their tariffs with the Commission and with the state 
railroad commissions. These new uniform tariffs became effec- 
tive, generally, April 1, 1910. Since that time the demurrage 
rules have been uniform throughout the country and, from De- 
cember 1, 1919, have been published in one tariff on behalf of 
all carriers, first by J. E. Fairbanks, agent, later by W. J. Kelly, 
agent, American Railway Association Tariff Bureau, and now 
by B. T. Jones, the present agent of the bureau of Chicago. 


Early Opposition to the Changes 


These uniform rules were not permitted to become effective 
in 1910 without some opposition on the part of shippers. The 
rules made drastic changes in some sections of the country. 
In some of the New England states, for example, ninety-six 
hours’ free time had been allowed for loading or unloading 
cars, as compared to forty-eight hours prescribed in the uniform 
code. This opposition, however, was overcome largely through 
the efforts of Mr. Lane, who prevailed on the shippers to give 
the new rules a fair trial, after which he promised to arrange 
for another hearing, if it were found desirable to make some 
changes. 

In the meantime, Mr. Lane urged on the railroads and the 
shippers the desirability of getting together and trying to agree 
on these matters, and to come to the Commission with only 
such matters as they could not agree on. In compliance with 
his wishes, it was arranged that the American Railway Associa- 
tion should represent the carriers and the National Industrial 
Traffic League should represent the shippers. 

In March, 1912, Mr. Lane presided at a conference of repre- 
sentatives of the American Railway Association and representa- 
tives of the National Industrial Traffic League at Atlantic City. 
This meeting was called to consider making some changes in the 
uniform demurrage rules based on the experience derived from 
their enforcement. Some chang2s were agreed on and were 
published, to become effective September 1, 1912. Since that 
time no changes have been made until after a conference be- 
tween the American Railway Association and the National Indus- 


trial Traffic League, representing the carriers and shippers, 
respectively. 


Cooperation Between the American Railway Association and the 
National Industrial Traffic League 

Prior to December 1, 1919, a uniform set of explanations 
and instructions pertaining to the uniform demurrage rules, 
and a number of interpretations agreed on by the American 
Railway Association and the National Industrial Traffic League, 
tentatively approved by representatives of the Commission, 
had been promulgated by the American Railway Association, 
In 1917, the representatives of the National Industrial Traffic 
League insisted that the American Railway Association shoulu 
arrange to have the carriers make the explanations and interpre- 
tations a part of their demurrage tariffs. 

This the committee on relations between railroads, of the 
American Railway Association, agreed to do and it appointed 
a sub-committee, of which J. F. Chalfant was made chairman, 
to prepare and submit a recodification of the national car demur- 
rage rules. The sub-committee prepared a tentative recodifica- 
tion of the rules and discussed the proposition in conference 
with a sub-committee of the committee on demurrage and stor- 
age of the National Industrial Traffic League. Some changes 
were made and the joint sub-committee’s report was submitted. 
The committee on relations between railroads of the American. 
Railway Association then held a conference with the committee 
on demurrage and storage of the Traffic League. There was an 
understanding that such features as could not be agreed on 








would be submitted to the Commission for adjudication and, 
accordingly, the recodification, with the differences of opinion, 
were submitted to the Commission and its conclusions accepted. 
The recodified rules were then published in one tariff for all 
carriers, by J. E. Fairbanks, agent, effective December 1, 1919. 


Changes in Demurrage Rates 


‘The question of increasing the demurrage rate per car per day 
has arisen from time to time in periods of car-shortage—particu- 
larly in the period of the World War. This matter was the 
subject of discussion between the American Railway Associatiort, 
representing the carriers, and the Traffic League, representing 
the shipping public. In agreeing to an increase in the demur- 
rage rate, the representatives of the Traffic League made it a 
condition that neutral supervising organizations throughout the 
_ country be charged with the duty of bringing about a uniform 
understanding and enforcement of the national car demurrage 
rules, as the uniform code was named. The League called 
attention to the fact that, while the carriers and the shippers 
got together and agreed on a uniform code of rules, such rules 
were not applied by the several carriers in a uniform manner. 
The representatives of the traffic division of the American Rail- 
way Association made a similar request for demurrage super- 
vision. 

The American Railway Association, in conformity with its 
promise, considered the matter and adopted a plan recommended 
by a committee which it appointed, dividing the country into 
seven territories and providing for a separate supervising de- 
murrage organization for each territory. In pursuance of this 
plan, the American Railway Association, transportation division, 
organized the department of demurrage supervision, for Trunk 
Line and Central Freight territories, embracing, roughly, rail- 
roads east of the New England States and north and east of 
the Potomac, Ohio, and Mississippi Rivers, excluding western 
trunk lines, which are in the territory of the Western Demur- 
rage and Storage Bureau, and certain southern lines, which are 
members of the Southeastern Demurrage and Storage Bureau. 
Both of these bureaus and the department of the A. R. A. have 
supervision of uniform understanding and enforcement of demur- 
rage and storage rules in their respective territories. 


The Need for a Demurrage Charge 


Shippers and consignees sometimes resent the collection of 
demurrage charges for detention of cars because they consider 
it something taken from them for which they have received 
nothing in return. 

When the shipper or consignee pays a demurrage charge, it 
is brought home to him that he may not appropriate to his 
private use equipment that was built to serve the general public. 
The collection of demurrage charges calls his attention to this 
fact and provides a motive for the prompt release of cars. There 
are many shippers who appreciate the nature of their obligation 
to the shipping public and to the carrier, both of which are 
dependent on the car supply so fully that they would not need 
the spur of demurrage to urge them to release cars promptly. 
All are not so socially minded, however. Everyone derives a 
direct benefit from the prompt release of transportation equip- 
ment. A shipper has added to the available car supply and has 
enhanced his ability to obtain promptly cars for loading when 
required. A consignee has increased his prospects of obtaining 
his raw material or other inbound shipments promptly, because 
of the ability of his shipper to obtain the cars for loading. 

Today the railroads of the country own 2,359,685 freight cars 
available for transportation service. Assuming these cars to be 
in active service, it will be seen that, if shippers and consignees 
were to release all cars one hour sooner than usual, it would 
add to the available car supply a total of 2,359,685 cars for one 
hour, or more than a total of 100,000 cars for one day—provided, 
of course, the carriers availed themselves of the cars imme- 
diately. The cost of a modern freight car is approximately 
$2,000. Releasing cars one hour earlier would put more than 
$200,000,000 worth of equipment at the dispoSal of the carriers 
daily. Railroad switch crews, it is true, would not be prepared 
in all cases to pick up the cars just one hour sooner, but many 
cars would be added to the available equipment of the carriers 
if shippers and consigned released cars before the switch crew 
is ready to move them, and not an hour or so after the switch 
crew has performed its work and gone for the day. 

Advantages of Prompt Release 

The benefits derived from the prompt release of cars as a 
result of the enforcement of demurrage rules are illustrated 
in a number of industrial plants that have extensive networks 
of tracks and a number of locomotives for performing their own 
switching service. In the period when demurrage was passing 
through the struggle for recognition as a correct economic 
principle, the traffic managers of these plants often scoffed at 
demurrage bills as mere scraps of paper to be consigned to the 
waste basket. Their plant tracks, as a result, were often con- 
gested with cars standing in each other’s way. This congestion 
made frequent shifting necessary. Gradually these industries 
came to realize that demurrage bills were more than mere scraps 
of paper and something to be reckoned with. Particularly was 


this true after the passage of the Hepburn act, in 1906. Systems 
of records were provided to keep a check on the movement of 
cars Within the plants so as to locate and eliminate the causes 
of detention. As a result, where there had been daily, one 
hundred cars within the plant, now there were only 20, 30, or 40; 
and where three or four engines and crews had been necessary, 
now only one or two were required. The effort to avoid paying 
demurrage had materially decreased the cost of operation of 
the plants, in many cases. 

One of the largest steel companies in the country has sev- 
eral plants within the jurisdiction of the same station and, there- 
fore is entitled to have them included in one demurrage average 
agreement account; but it insists on a separate average agree- 
ment for each of its plants so that each plant superintendent 
may be held responsibble for the detention of cars. One super- 
intendent’s delays cannot be offset by the good performance of 
the others. 

The prompt release of cars often lessens the cost of plant 
operation. There are, however, other equally good reasons for 
returning cars promptly to the service for which they are in- 
tended. There is another reason for releasing cars promptly 
that is commendable, because it recognizes a public duty— 
keeping down the cost of railroad operation in order to keep 
down freight rates. Cars needlessly detained represent an 
economic loss—a loss that the public, in the end must pay. 

In normal times, a modern freight car costs about $2,000 
to construct and put into service. To this cost must be added 
the cost of maintenance and depreciation and interest on the 
investment. If one car can, by prompt handling, be made to 
do the work of two, the capital requirements of the carriers for 
rolling stock will be halved and their operating costs decreased 
by the maintenance and depreciation saved. The lower the cost 
of operation, the lower the freight rates necessary to compensate 
for the service. The shipper or consignee increases the cost of 
transportation when he keeps a car standing idle and he lowers 
the cost when he releases a car promptly. 


Cost of Detention to the Carriers 


Detention of cars is a constant drain on the resources of the 
carriers, for the demurrage charge does not entirely cover the 
costs of the equipment. When a car is detained for a single 
day that could be avoided, it means tying up for one day about 
$2,000 of railroad capital that often could be earning more than 
the demurrage charge in transportation service. And if many 
shippers and consignees disregard their obligation to load and 
unload cars promptly it invites the disaster of car shortage. 
Someone must bear the loss and the offending shipper or con- 
signee is bound to bear his share along with the carriers. 

There is the more enlightened and less selfish reason why 
cars should not be unnecessarily detained. A shipper has a duty 
to his neighbor, to his customer, and to the public. There have 
been times when there were not enough cars to supply the need 
for them. Manufacturers were sometimes obliged temporarily to 
close their plants and their employees were idle when certain 
needed materials were not received. Farmers sometimes lost 
a perishable crop if it could not be moved at once. These things 
have actually happened many times in the past and can happen 
again. 

Demurrage means, then, something more than just so much 
a day for detention of cars. It means an earnest effort to keep 
the wheels moving. It is the prod that hurries the laggard. 


Nature of the Demurrage Charge 


Demurrage partakes partly of the nature of a penalty and 
partly of compensation. It is more generally viewed in the 
nature of a penalty. The Commission said, in one of its deci- 
sions (18 I. C. C. 35): 


An obligation rests upon the defendant, the carrier, to so conduct 
its business that all of its patrons shall be accorded the fullest and 
freest use of its equipment and facilities, and if coercive measures 
become necessary to accomplish that end they will be viewed with 
favor so long as they are reasonable and subject none to undue preju- 
dice or disadvantage. 

Unquestionably, demurrage has come to stay. Enlightened 
shippers would be among the first to protest if it were to be 
abolished. 





The author has had the collaboration of Mr. J. F. Chalfant, man- 
ager of the department of demurrage supervision of the American 
Railway Association in preparing these articles. 


HEARING ON I. C. C. APPROPRIATION 


Representatives of the Commission appeared Wednesday 
before a sub-committee of the House appropriations committee 
in behalf of appropriations for the Commission. The hearing 
was held behind closed doors, as usual. The testimony will 
be made public when the bill carrying the appropriation for 
the Commission is reported to the House, which will be, prob- 
ably, within two or three weeks. It was understood that testi- 
mony was given in support of the Commission’s estimates which 
were substantially cut by the Bureau of the Budget. 
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THE ABOVE CHART, PREPARED BY THE CAR SERVICE DIVISION OF THE AMERICAN RAILWAY ASSOCIATION, SHOWS REVENUE 
FREIGHT LOADING FOR 1924, 1923, 1922, 1921 AND 1920. 








ANOTHER CHECK TO MERGER 


The Traffic World New York Bureau 

Further opposition to the terms of the proposed merger of 
the Nickel Plate, the Chesapeake and Ohio, the Hocking Valley, 
the Erie, and the Pere Marquette railroads became known when 
it was learned that a group of minority stockholders of the 
Chesapeake and Ohio had formed a protective committee with 
Hobard S. Bird, of New York, as counsel and Albert I. Stiled, 
an engineer, as secretary. 

According to Mr. Bird, the stockholders have been “getting 
the worst of it in every plan proposed so far by the promoters 
of the merger,” who are O. P. and M. J. Van Sweringen. 

“The protective committee,” Mr. Bird said, “has been formed 
to get better terms for the stockholders of the Chesapeake and 
Ohio or to file a protest with the Commission, pointing out the 
iniquity of it so far as our stockholders are concerned. 

“The merger will be advantageous to all the roads con- 
cerned with the exception of the Chesapeake and Ohio. It will 
bring about a diversion of the large freight traffic originating 
with the Chesapeake and Ohio, which amounts to 53.4 per cent 
of all of that of the five roads to be merged. In the terms as 
proposed there is no compensation to the stockholders for this 
advantage. That is the crux of the difficulty. Also, the Ches- 
apeake and Ohio stockholders are asked to surrender their sal- 
able converting certificates without compensation for the sur- 
render of rights therein.” 


RECALLS OLD PLAN 


The Trafic World Washington Bureau 
The Commission has authorized the Monongahela Connect- 
ing Railroad Company to acquire control of the Eastern Rail- 
road Company by purchase of its capital stock. Both are sub- 
Sidiaries of the Jones & Laughlin Steel Corporation. The 
Monongahela Connecting was chartered in 1885 and the East- 
ern in 1901. The Hastern has no engines or cars. It performs 
no service as an operating carrier. It has a little more than 
half a mile of main track and something less than a mile of 
yard track and sidings, in Pittsburgh. The land constituting 
its right-of-way, however, the Commission said, was appraised 
at $32,000 per acre and the tentative valuation, by the Com- 
mission’s force and the city of Pittsburgh, the latter for tax 
purposes, the Commission said, supported that appraisal. 


It is the purpose of the Monongahela Connecting to con- 
solidate the two properties so as to avoid the expense of sep- 
arate organizations. The steel corporation has agreed to sell 
the stock of the Eastern for $579,673, the estimated net value 
of the property to be acquired. The result will be a net in- 
crease of the non-negotiable debt the Monongahela Connecting 
owes the steel corporation, the amount of the purchase price 
being reduced by the debts the Eastern owes. The physical 
property of the Eastern is to be leased to the Connecting for 
an indefinte period, the lease being terminable by either party 
on 90 days’ notice. 

This sale, according to the report of the Commission, marks 
the end of a project the Jones & Laughlin interests had for 
building a line of railroad from Pittsburgh to Lake Erie, which 
would have been a competitor, in the ore and steel carrying 
trade, with the Pittsburgh & Lake Erie and the Bessemer & 
Lake Erie, not to mention other carriers with longer lines. 
The plan was to build a series of short lines by the Eastern 
Railroad Company, the Fairhaven & Georgetown and the Ohio 
& Eastern. No part of the line other than the half mile of 
the Eastern, the Commission said, had ever been built. The 
project, it said, had been abandoned. 


TELEPHONE ACQUISITION CASE 


With Commissioner Eastman dissenting, division No. 4, has 
found, in the public interest, acquisition, by the Bell Telephone 
Company, of Pennsylvania, of properties of the Lehigh Tele- 
phone Company; acquisition of Bell properties by the Lehigh; 
and acquisition, by the Bell, of control of the Lehigh by the 
purchase of capital stock. The division found the proposed ac- 
quisitions would be to the advantage to the persons to whom 
service was to be rendered and granted a certificate permitting 
the arrangement to be made. 

Commissioner Eastman, in order to make clear his reasons 
for believing that the transaction would not be in the public 
interest, recited the history of the efforts of the Bell Company 
and the Consolidated Telephone Company, predecessor of the 
Lehigh, to divide territory by méans of transfer of overlapping 
properties so that each would have a rounded unit. He pointed 
out that when the time came for the Consolidated to pay cash 
for the parts of Bell property it was to receive, it was not able 
to finance the transaction. Thereupon, said Mr. Eastman, a 
new agreement was made. It provided for the acceptance of 
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capital stock, by the Bell; in place of cash, in connection with 
the organization of a new company, called the Lehigh Telephone 
Company. That company took over the property of the Con- 
solidated at its estimated structural value and issued bonds in 
exchange for the securities of the Consolidated, on a basis that 
resulted in a shrinkage of $3,341,250. Mr. Eastman said the 
Lehigh was to have no stock other than that which it issued 
in connection with the transfer of property, so that the Lehigh 
would become wholly a subsidiary of the Bell. 

After detailing the book-keeping entries in connection with 
the reorganization and re-distribution of physical property, Mr. 
Eastman said the effect would be the same as a marking up 
of the Bell’s property by $1,332,000. In summing up, Mr. East- 
man said: 


I am not persuaded that a transaction of this kind is in the pub- 
ic interest. We have heard a great real of late about the advan- 
tages of consolidation and the elimination of unnecessary companies. 
In this instance, the necessity and desirability of two separate cor- 
porate organizations have not been shown. No good reason appears 
why the Bell should not take over the property of the Consolidated 
and permit the latter to wind up its affairs and disappear from the 
scene. If this course were followed, the public would not only gain 
the economy resulting from the elimination of an unnecessary cor- 
poration, but it would also gain from the fact that it would not be 
called upon to support the unnecessary increase in capitalization 
— by the mark-up in value of the property to present-day 
prices. ; j 

I realize that the claim will be made that the ublic is in duty 
bound, under the constitution, to pay a return upon the present value 
of this property, regardless of its original cost. But in my judgment 
the courts have not yet decreed that fair value for rate-making pur- 
poses is the same as cost of reproduction less depreciation, at cur- 
rent market prices. Moreover, even if this prove to be the law, no 
public authority has undertaken to determine in this case whether 
or not the estimate of cost of reproduction less depreciation, as used 
in the transaction, is*correct. Furthermore, there is certainly no 
constitutional guarantee that requires an adjustment of capitalization 
to the basis of present-day prices, and the company will be financially 
stronger and better able to serve the public so long as there is no 
such adjustment. 

There are other details of this transaction which might profitably 
be discussed. However, what I have said above is, in my judgment, 
ample basis for the conclusion that the transaction is not in the 
public interest and ought not to be approved. 


In its report, the majority said no objection had been made 
to the grant of a certificate and that the Pennsylvania com- 
mission had entered an order authorizing the proposed ac- 
quisitions. It said communications from a large number of 
representative business houses and other users of telephones 
were introduced in evidence, all favoring the proposed acquisi- 
tions. It said both applicants were, and would, continue to 
be subject to the interstate commerce act. It said the acquisi- 
tions would eliminate existing duplications and, apparently, 
bring about improved service at lower cost. It said no change 
in existing rate schedules was in immediate contemplation. 

Nothing contained in the report, or certificate, the majority 
said, should be construed as an approval of the values placed 
upon the properties acquired, relinquished or exchanged by 
the Lehigh, in constituting its plant and equipment, or as a 
determination of the accounting applicable thereto. 


LUMBER SHIPMENTS 


Reported new business, says the National Lumber Manu- 
facturers’ Association, for the week ending December 20 was 
more than a third less than for the preceding week. Ship- 
ments and production also showed large decreases. Owing,- 
however, to the relatively small number of mills reporting, 
only 324, the week’s statistics are somewhat deceptive. New 
business last week was considerably in excess of the week’s 
reported production. Many mills are now closed on account 
of weather or for semi-annual repairs. 

The unfilled orders of 229 Southern Pine and West Coast 
mills were 629,614,156 feet, as against 678,545,473 feet for 238 
mills the week before. Separately, the Southern Pine group, 
118 mills, reported unfilled orders as 238,689,662 feet, compared 
with 246,238,004 feet for the same number of mills the previous 
week; 111 West Coast mills had unfilled orders amounting to 
390,924,494 feet, as against 432,307,469 feet for 120 mills a week 
earlier. 

Altogether, the 324 comparably reporting mills had ship- 
ments 105 per cent and orders 113 per cent of actual produc- 
tion. For the Southern Pine mills these percentages were, 
respectively, 104 and 93; and for the West Coast mills, 91 
and 113. 

Of the comparably reporting mills, 298 (having a normal 
production for the week of 189,137,003 feet) reported produc- 
tion 87 per cent of normal, shipments 90 per cent, and orders 
95 per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
C <e4 butee Geeseheeds 324 352 379 
Production ...... cose §«<SUR SURFS 205,096,193 224,629,108 
NED. c0ceeneecs 182,591,706 198,309,948 241,330,050 
Orders (New Bus.). 196,753,738 207,497,213 271,033,765 
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The following figures compare the lumber movement for 
the first fifty-one weeks of 1924 with the same period of 1923: 


Production Shipment Orders 
BENE \:owm Gicecnvcieicowibveleianare 11,885,776,752 11,852,570,367 11,727,118,812 
OE -exetuac Se Cae 12,523,191,789 12,385,380,280 11,836,999,850 
1924 Decrease ....... 637,415,037 ” 532,629,913 109,881,038 


The mills of the California White & Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any 
of the foregoing figures. Nine of these mills reported a cut 
of 289,000 feet last week, shipments 2,418,000 feet, and orders 
2,833,000. The reported cut represents 15 per cent of the total 
of the California Pine region. 


B. & 8. E. REORGANIZATION 


The Trafic World Washington Bureau 


The Commission has approved the reorganization of the 
Birmingham & Southeastern Railway Company into the Bir- 
mingham & Southeastern Railway Company by granting to the 
new company a certificate of public convenience and necessity 
to acquire the property of the old company at foreclosure.sale 
in accordance with an agreement between the bondholders and 
Wynton M. Blount, one of the receivers, Mr: Blount, acting for 
himself and other persons, proposes to buy the property for 
$225,000, the money to be furnished by the Western Railway of 
Alabama, one of the bankrupt road’s connections. The line 
to be acquired extends from Union Springs to Fort Davis, Ala., 
in a northerly direction and northwesterly through Milstead and 
Tallahassee, Ala., to Eclectic, Ala., a distance of about forty- 
seven miles. 

Commissioner Eastman, concurring, said he did not under- 
stand the law to require, in circumstances such as shown in this 
case, the issuance of a certificate of convenience and necessity. 
He said that an opinion to that effect was issued by the Com- 
mission in Stock of the Denver & Rio Grande Western, 70 
I. C. €. 102. 

The Commission, in a separate docket, has authorized the 
new company to issue $300,000 of its common capital stock, to 
be used in acquiring the property and paying debts other than 
those represented by the bonds. Blount and his associates will 
transfer the property to the new company after they have 
bought it in at the foreclosure sale. The new company will 
assume the indebtedness to be incurred by its incorporators 
in making the purchase at foreclosure. 


TO REDUCE INTEREST ON LOANS 


The Trafic World Washington Bureau 


Bills to authorize the reduction of the rate of interest 
charged by the government on loans to railroads made under 
section 210 of the transportation act and on evidences of indebt- 
edness given by railroads to the Director-General of Railroads 
under section 207 of the transportation act were introduced in 
the Senate and House this week by Senator McLean, of Connec- 
ticut, and Representative Madden, of Illinois, respectively. The 
bills are S. 3772 and H. R. 11074. 

Under the sections of the transportation act referred to, 
the government must charge 6 per cent interest. At the time 
the act was passed money cost considerably more than it does 
now and the rate of 6 per cent was not regarded as unduly high. 
Since that time, however, there has been complaint that the 
government is charging too high a rate of interest on obliga- 
tions of the railroads held by it under the transportation act. 
The government has recently borrowed money on short term 
treasury certificates at 2% per cent interest. These certificates 
are non-taxable and therefore are in demand. 

Section 207 of the transportation act authorized the funding 
of carriers’ indebtedness to the United States as the result of 
federal control and provided that 6 per cent interest should 
be paid thereon by the carriers. 

The bills introduced by Senator McLean and Representative 
Madden are identical with the exception that the Madden bill 
provides that the interest rate shall not be less than 4% per 
cent. The text of the McLean bill follows: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, that, effective 
from and after the 1st day of January, 1925, the rate of interest 
payable upon notes or other evidences of indebtedness heretofore 
issued by a carrier, under the provisions of section 207 of the Trans- 
portation Act, 1920, or section 210 of said Act as amended by an Act 
approved June 5, 1920, held by the United States (whether such notes 
or other evidences of indebtedness are payable to the United States, 
to the Director-General of Railroads, or to the Secretary of the 
Treasury), shall be reduced and fixed for each year at one-fourth 
of 1 per centum above the average price paid for money by the 
United States during the next preceding year, the exact amount to 
be determined on this basis by the Secretary of the Treasury; and 
the payment of the interest at the times stated in such notes or 
other evidences of indebtedness at the rate herein prescribed shall 
be in full payment and discharge of the interest stated in said sev- 


“a or other evidences of indebtedness accruing after January 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters 
‘ ‘Toen, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


and Digests of National Reporter 





LOSS OF OR INJURY TO GOODS 
Exception to Part of Amended Petition Held Not Special: 

(Court of Civil Appeals of Texas, Amarillo.) Exception 
to part of petition for damages to shipment of grain, as setting 
up special damages not recoverable, under pleadings, held not 
special exception, in that it did not go to manner and form 
of allegations nor particularize defect under proposition that 
reasonableness and necessity of plaintiff’s alleged expenditures 
and items of damage were not alleged, but only general de- 
murrer to such paragraph, under district court rule No. 18.— 
Panhandle & S. F. R. Co. vs. Shell et al., 265 S. W. Rep. 758. 
Reasonableness and Necessity of Shipper’s Expenditures to 

Diminish Damages Held Sufficiently Alleged: 

Allegation of petition for damages to shipment of grain 
that, after rejection thereof by buyer, plaintiffs made diligent, 
but unsuccessful, efforts to sell to others at destination, and 
were compelled to reship to elevator company elsewhere to 
have grain put in salable condition and diminish resulting 
damages, held tantamount to allegation that expenditures for 
such purposes were reasonable and necessary.—Ibid. 

Measure of Damages to Grain Shipment Damaged in Transit 

Stated: | 

At common law, measure of damages to shipment of grain 
rejected by buyer, because of damage in transit, and prepared 
for market at destination by shipper, is difference between 
market value in condition in which it should have arrived at 
destination, and its market value after preparation for market, 
with reasonable and necessary expenses of caring for and pre- 
paring it.—Ibid. 

Freight Not Recoverable as Part of Damages to Shipment in 

Transit: 

Shippers of grain damaged in transit cannot recover freight 
paid, and such charges, if not paid in advance, must be de- 
ducted from damages awarded.—lIbid. 

Market Value at Destination Governs in Estimating Damages 
to Grain in Transit: 

Market value, if any, at destination, of grain damaged in 
transit, not its intrinsic or special value, governs in estimating 
damages.—Ibid. 

Party Injured Must Protect Himself from Consequences if Rea- 
sonably Possible: 

Generally, one injured because of another’s wrongful act 
must protect himself from injurious consequences, if he can, 
by ordinary effort and care, at moderate expense.—Ibid. 
Reasonable and Necessary Expenses of Reshipping Damaged 

Grain to Be Cleaned ‘and Prepared for Market Recoverable: 

Shipper’ expenses in reshipping damaged grain to nearest 
point at which it could be cleaned and prepared for market, 
including freight charges and traveling expenses of caretaker, 
if reasonable in amount and necessary, are recoverable, not as 
special, but as consequential, damages.—lIbid. . 
Necessity and Reasonableness of Shippers’ Expenses in Re- 

shipping Damaged Grain to Be Cleaned and Prepared for 

Market Held for Jury: 

Whether shippers’ expenses, in reshipping damaged grain 
from point of destination to another city to be cleaned and pre- 
pared for market, were necessary and reasonable, held for jury. 
—Ibid. 

Liability for Liabilities of Receiver Not Fixed by Mere Posses- 
sion and Operation After Receiver’s Discharge: 

(Court of Civil Appeals of Texas, San Antonio.) The mere 
fact that defendant company came into possession of railroad 
properties when receiver was discharged, and was operating 
the road, does not fix its liabilities for receiver’s liabilities — 
Missouri-Kansas-Texas R. Co. vs. King, 265 S. W. Rep. 761. 
Purchaser Not Necessarily Liable for Receiver’s Debts: 

Purchase by new railroad company of properties of old 
company in hands of its receiver did not of itself cause new 
company to be charged with liability for receiver’s acts.—Ibid. 
Receiver Proper Party to Action Against Company for Acts 

During Prior Receivership: 

Receiver, while not liable, is a proper, if not necessary, 
party to action against railroad, after receiver’s discharge, for 
failure to deliver goods shipped during receivership.—Ibid. 
Words in Contract of Shipment Not Sufficient Declaration of 

Value: 

The unintelligible words, “Rel. Val. 10.00 per ecwt.,” in a 
contract of shipment, would not meet the demands of the statute 
as to a declaration of value.—lIbid. 

Showing of Purchase in Way Named in Statute Necessary for 

Liability of Purchaser for Damages During Receivership: 

To hold purchaser of railroad liable, under Rev. St., art. 
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6625, or its receiver, it must be shown that the purchase was 
in one of the ways named in article 6624.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 
Lime Cola “Syrup” Held Not Properly Classified as Molasses 
and Syrup Within Freight Tariff, but as Third Class: 

(Supreme Court of Alabama.) Lime Cola “syrup” held to 
take third class rating under Southern Classification No. 40, 
item 25, as fountain syrups, fruit syrups, or syrups not other- 
wise classified, term “syrup,” as used in G. F. O. 3004, which 
fixes commodity rate, as addendum to molasses, having nar- 
rower meaning, and, in view of section 24, was not intended 
to include syrups used merely as basis for a beverage.—Louis- 
ville & N. R. Co. vs. Lime Cola Bottling Co., 101 So. Rep. 6878. 
Question of Undue Discrimination Between: Interstate and Intra- 

state Rates One for Interstate Commerce Commission: 

(District Court, E. D., Kentucky.) Whether an intrastate 
rate established by a state commission creates an undue dis- 
crimination against interstate rates is a question of which 
the courts have not jurisdiction, but one which, under the 
transportation act, must be determined by the Interstate Com- 
merce Commission.—Illinois Cent. R. Co. vs. Railroad Com- 
mission of Kentucky et al., 1 Fed. Rep. (2d) 805. 

Evidence Justifying Reduction of Rates by State Commission: 

A state commission cannot base a finding that existing 
rates of an interstate carrier are excessive, and an order re- 
ducing the same on intrastate shipments on schedules and other 
general information which it has in its files, unless they were 
introduced in evidence in the particular proceeding and oppor- 
— was given the railroad company to be heard thereon.— 
Ibid. 

Three Judges May Delegate to Local Judge Issue of Injunction, 
but Will Not Decide Motion to Dismiss: 

After a hearing before three judges under section 266, Ju- 
dicial Code (Comp. St., sec. 1243), they may delegate to the 
local judge the issue of injunction after conditions are per- 
— but they will not decide a motion to dismiss the bill.— 
Ibid. 

Federal Court Held to Have Jurisdiction of Suit to Enjoin En- 
forcement of Order of State Railroad Commission: 

A federal court is not ‘without jurisdiction of a suit to en- 
join enforcement of an order of a state railroad commission 
reducing rates on complaint of a shipper, because the difference 
between the two rates as to that one shipper may not amount 
to $3,000, where the aggregate difference on all shipments 
affected would equal that amount within a short time.—Ibid. 
Order of State Railroad Commission Not Based on Evidence Is 

Not Due Process of Law, and Its Enforcement May Be 

Enjoined: 

Where the state statutes do not provide for a judicial re- 
view of orders of the state railroad commission, an order made 
without any substantial evidence on which to base it is arbitrary, 
and is not due process of law, and its enforcement may be 
= by any court of equity of competent jurisdiction — 
State Commission Held to Have Jurisdiction to Reconsider 

Order Enjoined: 

Where an order of a state railroad commission was tem- 
porarily enjoined to enable the commission to reconsider it, the 
commission held to have jurisdiction to hold a further hearing.— 
Ibid. 

Factors Which Enter Into Comparison of Rates: 

That a rate established by a railroad company on sand and 
gravel between two points gives it a higher rate per ton-mile 
than its average earnings on all commodities is not evidence 
that such rate is unreasonable or excessive, without taking 
into consideration the length of the haul, as compared with the 
average haul, and other essential factors which may affect the 
question.—Ibid. 

Order of State Commission Reducing Rate Held Not Based on 

Any Substantial Competent Evidence: 

An order of a state railroad commission, reducing a rate 
established by a railroad company, held not supported by any 
substantial competent evidence.—Ibid. 


ASKS COURT FOR REVIEW WRIT 


Application for a writ of certiorari addressed to the Com- 
mission has been made to the supreme court of the District of 
Columbia, in No. 69673, Donner Steel Company, Inc., vs. Inter- 
state Commerce Commission. The applicant desires the court 
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to have the Commission send up the record in the case the steel 
company had before the regulating body in which the failure of 
the railroads serving the Donner plants either to spot cars for 
the steel company or, in the alternative, to make an allowance 
equal to the expense of the company performing its own spot- 
ting service was considered, so that the court may make, in 
that case, the order which the steel company thinks should have 


been made, namely, one awarding it reparation amounting to 
nearly $500,000. 


This is the first time an undisguised and an unlimited at- 
tempt has been made to have a court substitute its judgment 
for that of the Commission. Other efforts looking to that end 
have been made. One application was made in the alternative, 
either for a mandamus or a writ of certorari. The Donner 
Steel Company, in its effort to obtain an order of reparation 
has already gone over the mandamus road. On account of the 
decision of the Supreme Court of the United States in the Waste 
Merchants case, the court of appeals for the District of Colum- 
bia denied the application for a writ of mandamus. In dispos- 
ing of an appeal involving the mandamus, the court of appeals 
observed that it could not understand how the Commission had 
arrived at the conclusion that reparation should not be awarded 
to the Donner company, in view of the fact that it had awarded 
reparation to the Lackwanna. Union Furnace and the Wickwire 
companies on account of their failure to spot cars for them or 
to make an allowance to the three companies mentioned, be- 
cause they had done their own spotting. 


That expression ‘of opinion by the court of appeals is taken 
as the cause for the application for a writ of certorari, which, 
if granted, will bring before the court the whole record and per- 
mit it to substitute its judgment, on the question of reparation, 
for that of the Commission, should the court, after an examina- 
tion of all the facts of record, be of opinion that the Commission 
had come to the wrong conclusion. The position of the Com- 
mission and of the Supreme Court of the United States has 
always been that Congress made the Commission the exclusive 
judge of the facts and that no matter what a court might think 
of the conclusion drawn from facts, it could not set aside an 
order which had for its backing a record of hearing and argu- 
ment on the subject. 


AUTOMATIC TRAIN CONTROL 


The Trafic World Washington Bureau 


Application has been made to the Commission by the 
Central of New Jersey for an extension, to September 1, 1925, 
of the time allowed for the installation, by that company of 
automatic train control devices, in accordance with the Commis- 
sion’s order of June 13, 1922, on a passenger locomotive divi- 
sion. In the application, presented by Alexander H. Elder, 
attorney for the company, a detailed statement is made as to 
the steps taken by the company to comply with the Commis- 
sion’s order, beginning with an order issued by the company 
three days after the Commission’s order was dated, directing 
an investigation to determine upon which division the installa- 
tion should be made to enable the company to obtain the best 
results adapted to its own peculiar operating conditions. 


The company said it had spent $166,000 between Red Bank 
and Winslow Junction, the division which was substituted, with 
the Commission’s permission, for the one designated by it. 
The company estimated that compliance with the order of the 
Commission would entail the expenditure of $690,000 more. 
Most of the work requiring much time, the company’s state- 
ment indicated, had been done, the part remaining to be done 
being that of actual placing of the devices on the railroad line. 
~~ The various steps were set forth in such detail, as to time and 
purpose, as to indicate that if the Commission refuses an exten- 
sion of time, the company will be prepared to meet an accusa- 
tion of dilatoriness with documentary evidence tending to show 
that at times it went ahead with the work when the Commis- 
sion own signal men were unable to answer the questions the 
company put to them within the time the company thought 


should be allowed for an answer on a point that later might 
be drawn into issue. 


Automatic train control orders theretofore issued by the 
Commission were modified by the Commission in orders given 
out late on December 31. More time for complying with out- 
standing orders was granted to eight applicants, one carrier 
was relieved from the duty of installing such devices, one was 
permitted to make the installation on a division other than 
the one specified, and in one case extension was denied. The 
Delaware & Hudson was the one that drew the denial. The 
Buffalo, Rochester & Pittsburgh was relieved from the obliga- 
tion to install devices. The Chesapeake & Ohio was permitted 
to change the place for installation. 


At the time the relief orders were put out twelve or fifteen 
applications for relief were pending and additional applications 
were known to be on the way. 

The statute requiring the installation of devices, upon 
orders of the Commission, went into effect January 1. Theo- 
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retically all those which had not been relieved from the terms 
of the orders were in violation of the statute and subject to 
a fine of $100 per day. What the policy of the Commission 
would be respecting those which had not completed installa- 
tion by the beginning of the year had not been declared at 
the time this was written. It was thought, by those who had 
kept in touch with the situation, that the Commission, at its 
January conference, beginning January 5, would act upon other 
applications for relief from its orders, the first of which were 
issued June 13,1922, favorably on some, and unfavorably 
upon others and that the ones upon which unfavorable action 
might be taken would be presented to the department of justice 
for action, if action should be thought to be desirable, not- 
withstanding the representations made in behalf of relief. 


Time was extended from January 1 in all instances where 
relief was granted, for completion of the installation. The 
Chicago, Indianapolis & Louisville was given until July 1; 
The Norfolk & Western to March 1; the Oregon-Washington 
Railroad & Navigation Company to April 1 and to June 1, as 
to the Union Pacific, those roads being covered by one order 
issued on one application; the Chicago & North Western to 
July 1; the New York, New Haven & Hartford to July 1; the 
New York Central to July 1 in respect to the parent company, 
the Boston & Albany, the Big Four, the Michigan Central and 
the Pittsburgh & Lake Erie; the Cincinnati, New Orleans & 
Texas Pacific and Southern Railway to July 1; and the Chi- 
cago, Burlington & Quincy to July 1. 


The Buffalo, Rochester & Pittsburgh was relieved from 
obeying either the order of June 13, 1922, or the order of 
January 14, 1924, similar orders having been issued as to the 
several other roads, on days other than the last of the year 
and the last day on which work could be done toward the 
completion of installation required by the orders. 


In the original orders of June 13, 1922, installations were 
required on 49 passenger locomotive divisions. By elimina- 
tions, that number was reduced to 45. By the second order, of 
January 14, 1924, 47 of the 4 9companies mentioned in the 
first order were required to install devices on a second divi- 
sion. The first order, at the end of the year, covered 46 divi- 
sions and the second 44, making in all 90 divisions on which 
orders of the Commission require the installation of devices. 

The orders of December 31 were purely routine in form, 
saying the request for extension of time was granted, denied, 
the applicant relieved, or permitted to install between desig- 
nated points other than those mentioned in the original order. 


The order in respect of the Chesapeake & Ohio permits 
it to install between Gordonsville and Staunton, Va., instead 
of the places mentioned in the order of June 13, 1922. 





New York, Jan. 2.—For the purpose of testing the validity 
of an order of the Commission directing forty-nine railroad 
companies to install on specified parts of their lines automatic 
train control devices, the Delaware & Hudson has begun an 
action in the federal court here to restrain the Commission 
from attempting to enforce the order or to impose penalties 
for non-compliance with it. 


It is contended by the company that the Commission is 
without statutory power in the matter and that section 26, of 
the interstate commerce act, which gives authority for the 


issuance of the order, is unconstitutional because it is con- 
fiscatory. 


It is explained that action was delayed by the company 
because it was hoped that its petitions to be relieved from the 
order would be heeded, and that application for relief had 
been made and urged almost from the issuance of the order 
of June 13, 1922. The first order of the Commission directed 
the company to install the devices on the section of the road 
operating between Wilkesbarre, Pa., and Albany, but later this 
was modified to the operation of the system between Rouse’s 
Point and Whitehall, N. Y. 


The plaintiff contends that it is powerless to comply with 
the order because of the lack of any practical automatic train 
control device; that the installation of any such device would 
cost $225,000, besides $55,000 a year for upkeep; that an ex- 
periment with the device could be tried over a much shorter 
distance than that fixed in the order; that the company is 
about to install automatic train control equipment on twenty 
miles of its system south of Rouse’s Point; and that the entire 
system is controlled by automatic block signals. 


The petition says there are many and sound reasons for 
not installing the safety control devices, among them being 
that they would increase the dangers of operating trains “and 
might result in disaster of the most appalling magnitude.” It 
is also alleged in the petition: 


The petitioner is informed and believes that there was not in 
existence on June 13, 1922, and has not been in existence since that 
date, any fully developed or tried or tested device practicable for 
operation and use under the conditions existing upon and controlling 
the operation of petitioners’ railroad. 
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PHILADELPHIA, PA. 





Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inqu'ries on L. C. L.—S. C. ank P. C. Shipments 


STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


SOUTH BEND, IND. : 
WARNER WAREHOUSE CO. 


NY) Cy red oF - tele (1-Mel neh a-t-4-Er velo Ms Di tiaelsletateye! 


New York Central Siding — Free Switching — Pool Car 
Distribution — Negotiable Warehouse Receipts Issued. 


Amer can Warehcusemen’s Ass’n 
Members: < Central Warehousemen’s Club 
American Chain of Warehouses 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





CHICAGO 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





Merchandise Storage and Pool Car 
cogettoneceys Distribution —»,c,x20%0 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. DETROIT 


UNION 
TRUCKING 
COMPANY 





Short line in middle west, handling local and through 
shipments, desires part time representation on per 
cai basis in New York, Boston and Pittsburgh ter- 
ritories. Applicant may represent other railroads in 


same capacity but must devote all his time to rail- 
road solicitation. Address inquiries to Box 729, care 
Traffic World, Chicago. 





POSITIONS WANTED OR OPEN 


POSITION WANTED—Young married man, five years’ railroad 
and five years’ industrial traffic manager, desires position industrial 
traffic department, preferably as traffic manager or assistant, but 
will take any position offering opportunity for advancement, Thor- 
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oughly versed all matters pertaining to traffic. Best references. Ad- 
dress Box 731, care Traffic World, Chicago, Ill. 





POSITION WANTED—As assistant Traffic Manager, by a young 
man, 33 years old; married; steady; 14 years’ railroad experience; 
best reference; can give bond, if necessary. Address Box 733, care 
Traffic World, Chicago, Ill. 





POSITION WANTED—tTraffic manager, assistant, or will organ- 
ize department; 18 years’ practical experience, modern shipping 
methods, rates, tariff analysis, claims, cases before the Interstate 


Commerce Commission; legal training. Address Box 719, care Traffic 
World, Chicago. 








WANTED—A tariff file, complete, containing tariffs covering class 


and commodity in all territories. Address Box 735, care Traffic 
World, Chicago, Il. 


NEW ROAD FOR CANADA 


The Traffic World Ottawa Bureau 


A new epoch has been reached in the history of railroad 
building in Canada. For the first time the preliminary surveys 
of a projected road have been made from aeroplane. The pro- 
jected road in question is the Abitibi Southern Railway, in- 
corporation for which will be sought at the forthcoming session 
of the Quebec legislature. The starting point of the railway is 
at Amos, on the National Transcontinental, and it is proposed 
that the southern end shall connect in the form of a V at 
Manawaki, and Mount Laurier, thus bringing the Abitibi district 
into direct communication with Montreai, Hull and Ottawa, and 
at the same time opening up large, and, so-far, undeveloped 
tracts of forest, mineral and agricultural lands, now unserved by 
railway of any kind. The total mileage involved is about 235, 
and the approximate estimated cost is nine million dollars, 
United States capital being principally interested. 

As a subsidy for the building of the road the company is 
asking from the Quebec government a grant of five thousand 
acres of land per mile, preferably to be chosen in the vacant 
Crown area in the northern extremities of Montcalm, Joliette, 
Bethrier, and Maskinonge, which lands at the present time are 
unsalable by reason of their inaccessibility. Among the benefits 
to be derived from the project are claimed a stimulus to the 
colonization movement of the province; the deflection of trade 
and commerce arising in northern Ontario and northern Quebec 
to the cities of the latter province—which trade and commerce 
is at present almost totally controlled outside of Quebec; pro- 
tection against forest fire; and general development of the min- 
eral belt lying south of Amos, and of the timber and agricul- 
tural areas throughout. 

The new route, it is estimated, would cut the distance from 
Amos to ‘Montreal from 470 miles to 369; from Amos to Ottawa 
from 620 miles to 293; from Amos to Toronto from 621 to 548; 
and from Winnipeg to Montreal from 1,359 to 1,286. 











DECREASE IN PILFERAGE 

The annual report of the chief surveyor of the Canadian 
Board of Marine Underwriters shows a considerable decrease 
in stealing and pilfering of cargoes coming to and arriving at 
Canadian ports. It is stated that the great bulk of such pilfer- 
ing occurs at foreign ports of loading or in transit. ‘The report 
says that the custom of shipping goods in cartons, which is on 
the increase, is unsatisfactory, and it is considered probable 
that an extra marine insurance rate will in future be charged 
on such packages. Shipments of paper in wooden skeleton 
packages with heavy paper as a wrapper has also created dif- 
ficulty, and it is recommended that jute be used as an outside 
wrapper. Early in the present season galvanized iron, tin 
plate, and similar commodities had been arriving in Canada in 
bad condition, owing to the way in which they were loaded on 
the other side, but better packing and loading and the co-opera- 
tion of the shipping companies has remedied this. 


CANADIAN TRAFFIC REPORT 


The traffic report of the railways of Canada for September, 
1924, is as follows: 
COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 


Sept., 1924 Sept., 1923 Aug., 1924 

Provinces Tons ons Tons 
Prince Edward Island........... 6,573 4,774 6,805 
TS OO arr 571,336 557,371 508,429 
New BrunSwickK  ..cccccccccenes 183,572 218,479 170,019 
MENEE asccuisie~ Suisiwiowesisaoeneeee 1,392,652 1,507,280 1,318,327 
EE. ccs versie Guns diols @nreweaiwee = 3,860,165 3,924,632 3,165,876 
ee err 578,012 691,456 273,697 
WONEMLCNOWER ccccccvcevceeecens 451,804 987,868 194,974 
NY J. cp cadiedimannwanah ees emer 574,438 703,554 327,365 
pee | a ae 386,427 446,234 374,792 
Total for CamOGs. ...066 cee: 8,004,979 9,041,648 6,340,284 

Products 

PIN 6.68565 '9:5 4.56655 SK 1,942,259 2,483,335 780,570 
EEE ccciesdiesesewnasekwerewes 300,519 298,021 309,397 
igs csneddicnncnedgeneeseaee> 2,841,213 2,958,019 2,376,114 
POPGEE 6.<00 SeweeDisisweaoNwscies 954,620 1,250,097 994,695 
Manufactures and Miscel....... 1,966,368 2,052,176 1,879,508 
co ee eee eee 8,004,979 9,041,648 6,340,284 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF SEPT., 1924 





AGRICULTURAL PRODUCTS 














- Originated -———__——". -——Total Freight Originated. -Terminated- 
Received from Foreign Cumulative Total 
Loaded Connections Destined to Unloaded Deliv- 
at Sta- * Increase at Sta- ered to 
tions in Canadian Foreign For To Over tions in Foreign 
Canada Points Points Month Date 1923 Canada Connections 
Commodities Tons Tons Tons Tons Tons Tons Tons Tons 
Sere miadeaores 836,557 25 10,945 847,771 6,522,261 529,606 455,519 98,162 
ME  cctindgeeueveda man ancewmauens 30, 13,365 13,026 56,890 28,554 *146,362 19,309 32,614 
csi oni: Wares araeiaimted lb secaaswaceaais 107,665 3,652 29,783 141,100 1,884,368 549,633 87,141 57,598 
cL veewcmum neue aassqanao-eers 120,161 aaceas 3,977 124,138 45,933 28,920 93,750 10,745 
WD. BEOCEGCCSERGCC CE eRECHO CS GEeS 171,325 Pee 1,807 173,132 328,121 105,919 87,639 0,509 
CAREERS EC ECCT CECE COORD EOEE 1,755 18 298 2,071 58,605 *4,590 330 234 
— er 5,883 209 2,013 8,105 104,817 *1,250 4,532 3,015 
TAC iaae OMe Ss Oeldiad Soaeee 150,898 2,293 43,538 196,729 1,902, 795 127,013 73,473 126,579 
Other eee 104,573 2,853 40,836 148,262 1,267,875 223,154 ,978 ,963 
SNe 3,07 350 4,711 38,133 705,308 112,771 30,579 10,026 
DL aided edsutetGedcneesscneness 1,251 2,677 1,458 5,386 57,612 *37,586 3,662 1,873 
PE CUPOIIED, v.cccccescrccencee. 35,177 499 1,992 30,668 140,414 9,077 14,050 19,346 
Other Fruit (fresh) ............ 17,939 15,994 37,298 71,231 335,188 80,272 34,552 38,067 
PND cinicnadsdawedesc oes wees 20,586 267 6,776 27,629 289,399 *11,213 ,083 6,580 
Other Fresh Vegetables eedmewes 17,467 1,124 3,347 21,938 164,449 42,143 11,826 11,266 
Other Agricultural Products... 10,676 11,529 19,871 42,076 386,733 53,531 17,518 21,382 
MME. Hanseseeiieiwkeicaderses 1,665,494 55,089 221,676 1,942,259 15,122,432 1,661,038 1,009,941 573,959 
ANIMAL PRODUCTS 
pildissedevdrteswseeee 6,023 41 163 ,227 66,279 4,041 6,596 370 
Gatte and | ere 78,419 93 1,939 80,451 563,845 21,828 67,350 10,415 
ET CadGheteier cea iio wvewewwie 7,325 22 860 8,207 30,794 *4,829 7,685 911 
eae 27,348 pret 2,025 29,373 264,208 31,714 27,297 3,076 
Dressed Meats (fresh) heerlen acetal 8,948 7,059 39,182 55,189 456,445 *31,728 13,535 41,364 
Dressed Meats (cured or salted} 5,021 9,499 7,940 22,460 230,842 51,041 1,847 21,381 
Other Packing House Products. 3,978 6,552 13,652 24,182 262,681 3,487 5,837 17,805 
= Be 60666665 ser Seeeeceves eee 440 “nes 6,129 6,569 53,096 536 346 6,243 
PIEPER CORRE OKO Ce eeee 883 318 8,941 10,142 129,030 *8,682 797 9,376 
ities ‘and Cheese ........-.-.- 14,933 251 14,601 29,785 211,742 15,261 10,220 16,808 
OPO CT TTT TCC TT CET ,070 981 »770 4,821 46,461 3,725 ,b99 ,126 
Hides and Leather .............. 4,529 2,099 6,223 12,851 117,786 *19,608 4,222 8,305 
Other Animal Products ......... 3,854 1,638 4,770 10,262 83,678 2,097 2,087 6,063 
Total ...0. CV tb CHO ene eoeee 162,771 28,553 109,195 300,519 2,516,887 88.883 149,418 145,243 
MINE PRODUCTS 
Amthracite CoO] ...ccccccccccses 41,159 327,543 137,311 506,013 4,078,234 *1,689,129 328,558 149,097 
POMINONS COG occ ccccccccccces 738,847 455,293 16,842 1,210,982 10,113,414 *3,366,567 1,138,176 17,283 
EE ee 18,183 cee osene 18,183 3,312 14,119 13,621 64 
ESI R eee aeaARRere ey 15,740 35,705 935 52,380 510,146 *277,675 52,586 1,386 
DE EE wrcuuseteteaweonasooes 45 73,944 eae 74,401 90,121 *377,955 84,038 107 
Other Ores and Concentrates.... 178,360 9,729 2,740 190,829 1,671,746 71,821 159,445 17,390 
Base Bullion and Matte......... ,338 seicatnt 1,967 11,305 94, 28,491 4,21 3,293 
Clay, Gravel, Sand, Stone (crsh.) 542,889 26,365 30,340 599,594 3,349,976 190,026 530,578 56,977 
Slate—Dimension or Block Stone 12,569 3,060 19,919 35,548 72,482 *388,867 23,961 19,660 
CEGES PEGIOUM oo ccccccccccccs 1,117 48,802 1 49,937 441,634 230,111 50,094 75 
ER Sica we anivaw.éreaews we oe 15,686 2,118 2,745 20,549 114,017 14,468 21,427 3,267 
EE lca tira aihnie Gare piawe eo Caries 12,113 9,775 7,096 28,984 233,599 *39,780 20,022 8,584 
Other Mine Products alalestuaacue 38,510 1,507 2,491 42,508 336,202 ,70 12,183 22,907 
ED. -acacecectines Si idatalocgihi 1,624,968 993,841 222,404 2,841,213 21,519,871 *5,583,252 2,438,966 300,090 
FOREST PRODUCTS 
Logs, Posts, Poles, Cordwood 166,292 495 3,608 170,395 2,267,604 278 159,962 22,101 
iateaonondeububeewe pewiees 18,645 231 139 19,015 75,567 11,528 15,603 709 
0 eee 211,688 89 2,147 213,924 3,390,919 175,447 127,612 88,987 
Lumber, Timber, Box Shooks- 
Staves, Heading ............ 438,905 19,716 52,030 510,651 4,656,043 *724,856 271,066 238,178 
Other Forest Products......... 35,930 : 2,162 40,635 83,638 *128,175 5330 671 
EE Uakdevnacuaioreriseeine - 871,460 23,074 60,086 954,620 10,873,771 *665,778 600,573 356,646 
MANUFACTURES AND MISCELLANEOUS 
Refined Petroleum and its prods. 119,274 49,343 15,044 183,661 1,214,589 33,295 145,734 26,661 
SN cd oteccsaasewes ce ceesasieces 25,864 3,559 30,366 59,789 56,000 108,894 30,240 35,002 
Iron, pig and bloom.. eiecgareiec 12,959 4,32 3,586 20,870 292,757 *213,871 16,488 3,641 
Rails and Fastenings ........... 6,611 1,405 270 8,286 200,354 *38,490 ’ 270 
Bar and Sheet Iron—Structural 
Iron and Iron Pipe......... 28,765 21,301 16,343 66,409 800,569 *587,550 43,045 19,770 
Castings, Machinery ont Boilers 16,694 4,772 14,935 36,401 368,548 *111,687 22,577 15,854 
EE dd binGceteuce sents ease teeae 145,750 154 1,424 147,328 830,496 *67,201 128,501 436 
Brick and Artificial "Stone Siena e 72,989 7,170 3,026 83,185 614,659 *102,463 74,455 5,104 
Lime and Plaster ........ ‘ 32,463 1,740 2,095 36,298 290,021 *34,668 33,928 2,929 
Sewer Pipe and Drain Tile....-. 11,967 509 563 13,039 86,310 22,040 11,917 658 
Agricultural Implements aan 
Vehicles other than Autos.. 15,883 1,653 3,490 21,026 179,284 *60,741 13,177 9,563 
Automobiles and Auto Trucks.. 10,249 4,482 56,816 71,547 830,922 *14,647 8,623 63,415 
Household Goods .......ceeeeeee 4,434 321 638 5,393 55,839 *28,294 4,939 820 
ET diidensedneeedeeceecies 2,894 145 4,343 7,382 56,573 *4,604 2,992 4,745 
Liquor Beverages .............2. 20,054 555 717 21,326 168,416 42,280 18,566 2,071 
Fertilizers, all kinds ............ 16,234 3,611 275 20,12 222,256 95 14,816 6,435 
Paper, Printed Matter, Books.. 96,535 2,474 34,842 133,851 1,267,590 21,839 22,750 113,816 
MED <scceccnveccecceveoes 11,454 1,635 ¥ 122,587 54,208 *106,608 25,047 96,665 
Fish (fresh, | frozen, cured, etc.). 7,475 316 1,224 9,015 58,001 2,800 3,745 4,975 
Camned MERES .ncccccecccceseces 637 105 66 808 5,974 “1,111 709 315 
Canned Goods (all canned Food 
.. Products other than Meat).. 15,763 4,193 18,007 37,96 240,761 12,093 12,637 24,318 
Other Manufactures & Misc..... 271,259 54,444 162,630 488,333 4,540,565 *601,179 298,615 224,504 
Merchandise ........ wetucnene eed 86,705 19,836 65,210 371,751 2,591,283 *328,611 309,384 72,782 
MEME. ‘Gpurcwnumnesideeeeswonue 1,332,912 188,048 445,408 1,966,368 16,525,975 *2,058,389 1,252,264 740,752 
CAD BOM Ls cc ccccceses - 5,657,605 1,288,605 1,058,769 8,004,979 66,558,936 *6,557,478 5,451,162 2,116,690 
* 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (Per Cent) 
Total Loaded at --Received from Foreign Connections-— Unloaded at Delivered to 
Freight Stations -—-Destined to-—— Stations Foreign 
Carried in Canadian Foreign Total in Connections 
Commodity Group = Points Canada 
pO Eee pila salatalalawaonors 24.26 20.81 z: 77 3.46 12.62 7.17 
MEE. ccc cecccecseecce $6040:606660:056600 08 e6 e008 3.7 2.0 ‘36 1.36 1.72 1.87 1.81 
all Ebb eeeseoesenaeees ieedeevanqeticnsuatwehooda 35.49 20.30 12.41 2.78 15.19 30.47 3.75 
SEE NEE I SER ce eee ere ere 10.89 -29 -15 1.04 7.50 4.46 
Maatiectores and Miscellaneous ................ 24.57 16.65 2.35 5.56 7.91 15.64 9.25 
| MTT TTT TILT TTT LTTie TIT ree Te 100.00 70.68 16.10 13.22 29.32 68.10 26.44 
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THE PORT OF HOUSTON 


TEXAS 


Is now iiatmanai as a Delivery Point for the Cotton Operations of 


The Chicago Board of Trade 


Last year was celebrated the exporting of the MILLIONTH BALE of 
Cotton from THE PORT OF HOUSTON. 


This year the millionth bale will pass unnoticed early in the season and 
the COTTON EXPORT VOLUME of The Port of Houston will set another 
record. 















With every facility for storing, compressing and handling Cotton for 
export, coastwise domestic and all other phases of the Cotton Trade, THE 
PORT OF HOUSTON is rapidly assuming the proportions of leadership in 
this commodity. Full details of The Port of Houston are contained in 


“PORT HOUSTON” 


an illustrated magazine which is yours for the asking, and to shippers inter- 
ested in freight rates we will send 


THE HOUSTON FREIGHT RATE BOOK NUMBER 1 
Upon request. Address 


THE DIRECTOR OF THE PORT, Courrhoust Houston, Texas 






The Minneapolis & St. Louis Railroad Company 


WwW. H. BREMNER, Receiver 


To Our Many Patrons— 


Greetings and best wishes for the New Year,—with our 
sincere appreciation for your many favors during the year 1924 
and hoping that we may continue to serve you during 1925. 





J. R. SHANNON, J. L. COLBURN, 
ee Chicago, Til 3. BBBLWIG, ven Detroit, Mich. 

ee Cacia oni, FATE 

"Cede, Gite. G. ar Pt haut Indianapolis, Ind. 
* "aan Geen Des Moines, Ia. ™  eateiaaiel hag 

Kansas City, Mo. J.C. Py Minnesota Transfer, Minn. 

C. an gs t Minneapolis, Minn. J. "Glue keen 

“New York, N. Y. 2 , COMNEET, Peoria, Ill 

on St. rye og Mo E. C. DAVIS, San Francisco Cal. 
A.C HERRON : General Agent, 


a D. Cc. SPOOR, 
St. Paul, Minn. General Agent, 
Spokane, Wash. 


General Agent, 
Seattle, Wash. 


‘“‘BETWEEN EAST AND WEST—PEORIA GATEWAY BEST’? 
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CANADIAN CAR LOADING 


Car loadings in Canada for the week ended December 20 
aggregated 47,198 cars, a decrease from the previous week of 
7,995 cars, due both to the cold weather in the west and to 
seasonal slackness. The decrease in the west was 6,680 
cars. Grain loading decreased 4,066 cars, merchandise 977 
cars, and miscellaneous freight 1,214 cars. Compared with the 
corresponding week of 1923, the decrease was 6,858 cars, the 
decrease in grain being 9,756 cars, with other commodities 
showing small variations. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


TOTAL FOR CANADA 


-—For the Week Ended— 
Dec. 20, Dec. 13, Dec. 22, 





























































Commodity 1924 1924 1923 
Grain and Grain Products..........esee. 5,933 9,990 5,689 
TINIE, S cicecacisiececeviccwdedcenenswcinees 2,344 3,700 2,030 
MEE Wiivusss necewcdscveceresesoctescuounts 6,022 6,455 4,195 
I aa cia ada aeedliel dice dhe aOR eRE SERIE OES 92 9 
RE 6 con ncededees sdoeTed KC bebEotOS WEOh 2,830 2,956 2,918 
errr rrr rrr 2,091 1,810 1,718 
Pulp and Paper ....ccccccccccscccccccscecs 2,089 2,101 2,158 
Other Fuca " Brcéacts poi acaausorannens 2,125 2,180 1,774 
Dt Ltcenebbeidee hath cced ecg eneeacen eebewe 6 978 1,019 931 
Sovehandios, Be ©. Bevccceves Gadenanawesc 13,694 14,671 12,864 
| Rg a eicla eaS SEERAe ,800 10,014 9,481 

Total Cars Loaded ..... éhnwansieeaeware 47,198 55,193 54,056 

Total Cars Received from Connections 31,439 32,461 33,290 
Cumulative Totals to Date—1924........ 2,868,348 
Cumulative Totals to Date—1923..... on 2,808,797 

EASTERN CANADA 
Grain and Grain Products 3,338 3,460 
ME EEE cnccbdndudciecatenvteteunccesoee 1,647 1,001 
DEEL CdnvoacdesseoCsewesetetinesweuseasawees 2,314 2,368 
CD ssceseeresee 252 275 273 
EMMDEP ccccccce “eee bees 2,179 2,092 
EE kccnccescccceees 1,728 1,619 
Pulp and Paper 1,957 2,054 
Other Forest Products.. 925 700 
CD witsnsss cucvoneecesee 536 591 
Merchandise, L. C. Li... cccccee 10,697 9,613 
er ee ; »714 7,892 
TOtes Care EMGGOG oc ciivcciccccciicceces 31,995 33,310 31,663 
Total Cars Received from Connections 29,130 29,478 30,691 
WESTERN CANADA 
Grain and Grain Products............... 3,666 6,652 12,229 
ET GE iS CRG R Ch Cad eecoeunsesd cocseneee 1,085 2,053 1,029 
MAdAeCR Ae eehOdetedadeunes 3,291 4,141 1,827 
I<. Sax tacoma nel eidcwvilkce:Giei dO Waiw@erd aad alae ea sielee 22 
Dandie wee cued eo bbdecloecicdtelenlonels 716 777 826 
EE ink bndidtie gcdeeewnes VACeeeReoes 137 82 99 
enc nec acinseeweccwedaewae 144 144 104 
— Forest vdceomene raid oeiaaleaateg eieeres 1,167 1,255 1,074 
UE. AAGANMOROUH ee Niet ICG codeetus cucSccbeues 
Merchandise, L. Cc. 5 ed AAO RE 3,095 3,974 3,251 
teat idle tenet a Aah 1,462 2,300 1, 589 
WOeNs COW LOGKEE. 6cccivcivivccccsscces 15,203 21,883 22,393 
Total Cars Received from Connections 2,309 2,983 2,599 


CROW’S NEST PASS RATES 


The Trafic World Ottawa Bureau 


After repeated discussions, the cabinet council has tempo- 
rarily restored the Crow’s Nest rates set aside by the decision 
of the Board of Railway Commissioners. The rates are restored 
pending appeal to the Supreme Court of Canada by the prairie 
provinces, and are effective within fifteen days from December 
25; but “no person or corporation” has the right to demand any 
refund of freight charges paid or owing “in respect of any ship- 
ment made during the period during which the higher rates 
have been or are in force.” 

The decision was reached after a series of meetings follow- 
ing the hearing of arguments on an appeal by the prairie prov- 
inces against the decision of the board. The order-in-council in 
the case outlines the proceedings before the board; the decision 
of the board ordering the Crow’s Nest tariffs filed July 7 to be 
withdrawn by October 29, the subsequent appeals to the cabinet 
and to the Supreme Court, and the questions the Supreme Court 
will be asked to answer. The order-in-council says: 

It thus appears that the petitioners (the prairie provinces) have 
resorted to the Supreme Court of Canada to have determined the 
questions of law and jurisdiction. Under these circumstances the 
cabinet is of the opinion that, whatever the power of the council 
may be in the premises, it is absolutely necessary that the council 
should be advised as to the exact situation in reference to these 
questions of law and jurisdiction before taking any action looking 
toward the readjustment. The committee is of the opinion that the 
governor-in-council has power to grant a stay of proceedings or 
postpone the operation of the order of the Board of Railway Com- 
missioners complained of, pending the outcome of the appeal to the 
Supreme Court, and to direct that the said order of the board be 
varied by providing that the tariffs therein referred to shall again 
become operative and remain in effect until further order of the 
board following the decision of the Supreme Court on the said appeal. 

he committee, therefore, recommend that general order of the 
board, No. 408 be varied so as to provide that.the tariffs therein 
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referred to shall again become operative within fifteen days after 
the date hereof and remain in effect until further order of the board 
following the decision of the Supreme Court of Canada on the appeal 
to it from the board; but that such variation shall not be deemed 
to give any person the right to demand any refund of freight charges 
paid or owing in respect of any shipment made during the period 
during which the higher rates have been or are in force. 

The committee is also of the opinion that it is manifestly in 
the best interests of all sections of the Dominion, as well as of the 
parties immediately involved in the appeal to the Supreme Court 


of Canada, that all parties should join in expediting the hearing 
of the said appeal. 


The present decision means that, in so far as the Crow’s 
Nest commodities are concerned, there will have been four sets 
of rates in the last seven months—the set before July 7, on 
which date the Crow agreement was again put in force; the set 
that continued from that date until October; the old set re- 
stored by the Commission; and the old set, about which there 
was sO much complaint, and which will be restored by the pres- 
ent decision. 

The action of the government in restoring the Crow rates, 
while it will undoubtedly be pleasing to the prairie provinces, 
has created unfavorable comment in certain quarters. The rail- 
ways are displeased and disappointed, while boards of trade and 
other bodies, both east and west, are again complaining of the 
discriminatory rates that will cause them trouble and confusion. 
Premier Oliver, of British Columbia, says, if his province is not 
to be brought within the scope of the Crow’s Nest schedule, the 
existing rate discrimination against it will be increased. While 
the Crow rates were in abeyance, British Columbia products did 
not move on lower rates than formerly, but eastern products 
had to pay a higher rate, which enabled producers in B. C. to 
compete more effectively with the eastern producer. This ad- 
vantage will be lost with the restoration of low rates for west- 
bound goods. Mr. McGeer, chief counsel for the province, seems 
to take a different view. He says that after the Supreme Court 
decision is rendered, the matter will probably be taken to the 
Privy Council in England and it will be a year or more before 
the Crow’s Nest agreement has a definite and final interpre- 
tation. 

“In the meantime,” he says, “I am of the opinion that the 
Canadian freight rate differential will be dealt with in such 
way that the differentials will be removed. The action of the 
Council indicates that the west is being heard at Ottawa, and I 
am satisfied that the justice of our position will be established 
throughout.” 

The members of the Railway Commission have thus far 
made no comment ’on the action of the government, but it is un- 
derstood that they feel that the matter is one of vital importance 
to them. The decision of the Supreme Court will settle whether 
the Commission is to be upheld in its assertion of jurisdiction 
over the realm of railway freight rates irrespective of special 
acts, or whether its decisions are to be subject to revision by the 
cabinet. Critics of the government’s action say it is a capitula- 
tion to the political influence of the western Progressive mem- 
bers of Parliament; that it is “an assurance to the prairie prov- 
inces that railway rates in Canada are to be governed by pol- 
itical exigencies, and not by the Railway Commission; that sec- 
tional clamor rather than principles of justice and equity is to 
be the determining factor in the fixation of traffic charges; and 
that certain communities in the Dominion are to enjoy special 
transportation privileges at the expense of other communities.” 

The phrase used in the decision of the government—“remain 
in effect until further order of the Board following the decision 
of the Supreme Court of Canada on the appeal to it from the 
Board”—is taken in some quarters to mean that the government 
anticipates a general revision by the board of the whole freight 
rate structure of Canada, in which an attempt will be made to 
iron’ out inequalities which are claimed to exist in both the west 
and the east. 

The fears that certain portions of Ontario and other east- 
ern points entertain regarding the effect of putting back the 
Crow’s Nest agreement without adjustment were expressed 
in a wire received by the Minister of Railways from the Brant- 
ford Chamber of Commerce when the decision of the cabinet 
was announced. The reply to that wire, which was sent to 
W. H. Woods, manager of the Brantford organization, would 
seem to indicate that the government looks forward to seeing 
the whole matter of the Canadian freight rate structure con- 
sidered and settled in the near future. The message, which 
was from the Minister of Railways, read as follows: 

It is possible that inconvenience will result on account of the 
suspension of the operation of the finding of the Board of Railway 
Commissioners regarding the Crow’s Nest agreement rates, but it is 


hoped that a way will be found for a reorganization of the rate 
structure which will be applicable and just to all parts of the 


Dominion. 

It is being pointed out that the Crow’s Nest agreement 
was not the only one of the kind in the history of railroad 
operation in Canada. There have been several similar agree- 
ments entered into in the taking over of small lines. 

Some years ago the government took over a small branch 
line in Nova Scotia which was to be the nucleus of a much 
longer road. The latter has not been constructed, although 
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American __ 
Oriental Mail Line 


















Loading Apples on an American Oriental Mail Liner. Note piney 
the care exercised in handling to insure absolute protection of product. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 





PRESIDENT JACKSON .................. January 3 
PRESIDENT McKINLEY................. January 27 
PRESIDENT JEFFERSON............... February 8 
PRESIDENT GRANT ................... February 20 
PRESIDENT MADISON................... March 4 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


Ni a ae ha Giessen Ga eroeibiate January 15 
WHEATLAND MONTANA Peeaceentmaaten January 20 
SE EE ct sneteditetetninusaceesenciin February 20 


Also Regular Sailings Direct to Foochow, 
Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


y-Neeleiplerctel 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by yNetechte-Vm@al-selet Line, WW, EVer-t-stel-ai Oolse-teela-) 
L. C. Smith Bldg., Seattle 
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Joint Service With 
HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 





From From From 
Baltimore New York Savannah 
a re Jan. 3 Jan. 7 
PETER KERR..........+. Jan. 13 Jan. 17 Jan. 21 
oo Jan. 27 Jan. 31 Feb. 4 
reer Feb. 10 Feb. 14 Feb. 18 
WO Svc kwrenieewcen Feb. 24 Feb. 28 Mar. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 6, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued te Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 
rs ee Oregon, Washington, British Columbia, Alaska and 
the Far East. 



































Joint Service With 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG , 
*DEUTSCHLAND ...... Jan. 8 *ALBERT BALLIN.....Feb. 5 
TMOUNT CLAY........ Jan. 15  +THURINGIA .......... Feb. 12 
fCLEVELAND ......... Jan. 22 *DEUTSCHLAND ...... Feb. 17 
TWESTPHALIA ....... Jan. 29 {MOUNT CLAY........ Feb. 26 


{Cabin and Third Class Passengers. °*First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


WESTERWALD (via Baltimore and Hampton Roads)....Jan. 6 
MONTICELLO (via Baltimore and Hampton Roads)....... Jan. 20 


BALTIMORE TO BREMEN AND HAMBURG 


WESTERWALD (via Hampton Roads) ...........sseceeees Jan. 13 
MONTICELLO (via Hampton Roads)..........cessseeeees Jan. 27 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 


WESTERWALD  ....ccccccccccccccccccccccccececccccccces Jan. 17 
MONTICELLO .....cccccccccccccccccccccccccccsccvccceves Jan. 31 


NEW ORLEANS TO BREMEN AND HAMBURG 
EUPATORIA. .....cccccccccccccccccscsccccvcccceccces Late March 





ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 







General Offices: 39 BROADWAY, New York 





WESTERN FREIGHT OFFICE: 
CHICAGO, 827 South La Salle Street......... Phone Wabash 4891 
e« BRANCH wane > 
PITTSBURGH.......:see08. ovcccescees 4128 Jenkins Arcade Bldg. 
SVRACUE ec ccccccccccces eccccccccccccccccs «2-201 Mitchell Bidg. 


 iicvceniseeeeseneiesawneeenbweessounaae John M. — 
RN cc cccccccccceseceses +-Dichmann, Wright & Pugh 
Seer ree a0eeeesee ee 12 ow Ee 
LOS ANGELES. ......ccccccccccccce cenwnees ery.- ~t 4 ~ 
NEW ORLEANS.......... pracetwinior-olaneiensaale -Richard Meyer Co. 
Pi nisiccwveseceoeieeseces Dichmann, Wright & Push, Inc. 


PHILADELPHIA.........seeee. .-Dichmann, Wright & Pugh, os 
As ag Dektoviobebesseweewese -. Columbia agg ce 
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it has been before Parliament on several occasions. An agree- 
ment fixing maximum rates on the branch line, which was 
taken over from a private company, was made at the time. 
{t has not been found possible to carry out the agreement and 
continue to operate the branch, but no protests have been heard. 

In regard to many of the agreements mentioned, it is not 
generally known that they exist,.while others have been aban- 
doned in the larger interests of the country. 

The British Columbia government has made formal ap- 
plication to the Board of Railway Commissioners for an order 
making the Crow’s Nest rates applicable to eastbound as well 
as westbound goods. A statement issued by Premier Oliver 
says the government is protesting “against any discrimination 
against British Columbia which arises out of the decision of 
the government restoring the Crow’s Nest rates.” Under the 
recent decision of the cabinet council, British Columbia goods 
do not receive the advantage conferred on the products of the 
prairie provinces as the Crow’s Nest rates affect only west- 
bound goods. 

The appeal of the prairie provinces against the ruling of 
the Railway Board in the Crow’s Nest rates will be heard by 
the Supreme Court February 3. Counsel for the C. P. R. asked 
for an earlier hearing, as the new rates will be effective Janu- 
uary 9, and “the difference in the rates brought into effect 
under the order in council would amount to a huge sum,” but 
the court refused an earlier hearing. Parliament opens Feb- 
ruary 5, and it is expected that the Supreme Court will have 
reached a decision about the same time. 


OCTOBER OPERATING STATISTICS 


The Traffic World Ottawa Bureau 


The statement of operating revenues, expenses, and sta- 
tistics of Canadian railways for October suffers by comparison 
with the corresponding month last year, owing to the fact that 
the freight traffic for October, 1923, was the heaviest ever 
handled. With a smaller crop this year, a decrease was to be 
expected. It amounts to 861,543,828 ton-miles, or 19.2 per cent, 
and freight revenue fell off $5,854,985, or 14.9 per cent. Pas- 
senger traffic declined 18.8 per cent and passenger receipts 
were less by $1,226,649, or 16.5 per cent, while total revenues 
were own $7,972,812, or 15.1 per cent. Operating expenses 
were reduced $6,309,545, making the decrease in net operating 
revenues $1,663,267. 

Traffic and revenues in August, September and October 
were much lighter than for the corresponding months in the 
two previous years, but business was so much better for the 
first seven months that the cumulative totals show revenues 
$15,779,416 below 1923, but $9,333,705 over 1922, and net op- 
erating revenues $678,025 over 1923 and $9,099,538 over 1922. 

On the Canadian National Railways there was a decline 
of 14.8 per cent from October, 1923, in freight traffic, and reve- 
nues fell off $1,983,671, or 11.5 per cent. Passenger traffic de- 
clined 18.9 per cent, with a decrease in receipts of $597,822. 
Total revenues decreased $3,177,098, or 13.8 per cent. Operating 
expenses were reduced $2,588,691, or 14.2 per cent, by cutting 
maintenance of way and structures $764,366, maintenance of 
equipment $884,799, and transportation expenses $1,082,164. 
Although net operating revenues decreased $588,406, the oper- 
ating ratio also slightly decreased from 79.46 per cent to 79.03 
per cent. 

Despite the lighter traffic, the revenue net tonnage per 
train-mile was maintained and the number of cars slightly 
increased. The decrease in the average passenger journey 
with the decreased travel would indicate a decrease in long 
haul traffic. The average haul of revenue freight was de- 
creased only 29.4 miles, as against 88.7 miles with the Canadian 
Pacific. The decrease in the long haul grain traffic was, ap- 
parently, not so great. The net operating revenues of thé 
entire system were $491,173 below those of October, 1923, but 
the lines in the United States showed some improvement over 
September. Cumulative totals to October 31 show net oper- 
ating revenues of the Canadian lines for 1924 greater by $1,347,- 
643, but for the lines in the United States less by $2,692,692, 
making the total $1,345,048 under those for 1923. 

On the Canadian Pacific, freight traffic was 26.3 per cent 
lighter than for October, 1923, and freight revenues were less 
by $3,671,473, or 20.5 per cent. Passenger receipts were less 
by $487,559 and total revenues showed a decrease of $4,360,583, 
or 18.4 per cent. Operating expenses were reduced by $3,250,- 
566, or 21.1 per cent. A cut of $1,227,250 was made in main- 
tenance of way and structures, bringing the total to date $1,064,- 
147 under similar expenses for the corresponding period in 
1923. Maintenance of equipment was cut $638,882 and a sav- 
ing of $1,371,871 was effected in transportation expenses. The 
operating revenue was reduced 65.30 per cent for October, 1923, 
to 63.21 per cent, which is the lowest recorded in these reports 
since they began in January, 1920. The decrease in the aver- 
age haul from 533.6 to 444.9 miles was the effect of a decrease 
in the grain traffic, which also was a factor in the increased 
receipts per ton-mile from .805 cent to .868 cent and in the 





Vol. XXXV, No. 1 


decreased revenues and total traffic. Cumulative totals from 
January 1 show a decrease in gross revenues of $4,545,581, a 
decrease in operating expenses of $5,823,077 and an increase 
in net operating revenues of $1,277,496. 


CANADIAN NATIONAL SYSTEM 


Steam Lines in Canada and United States for the Month of 
October, 1924-1923 
OPERATING REVENUES 
192 


4 1923 
CMI TABOR osisiie sc vinsiccscescccicee $ 19,839,351.24 $ 23,016,449.25 


Duluth, Winnipeg & Pacific.......... 163,202.00 170,017.00 
Grand Trunk*Western Lines.......... 2,678,382.00 2,886,313.00 
New Eingiatid Lanes... ccccseecocccvce 159,762.76 184,993.97 

NE ebb n cen acre wired b waneSemaeewne $ 22,840,698.00 $ 26,257,773.22 

OPERATING EXPENSES 

COMBI. TOE oo voc cisisetswces cine écs $ 15,678,201.76 $ 18,266,893.15 
Duluth, Winnipeg & Pacific.......... 163,779.94 181,125.39 
Grand Trunk Western Lines......... 2,081,369.96 2,258,807.00 
IROW TRGIAN LANES. ...ccckcccccevecees 223,502.86 365,930.25 

CIID, or cecereninieevarareravi ccm paras eres wna $ 18,146,854.52 $ 21,072,755.79 

NET OPERATING REVENUES 

CUED, AE 6 a on in 66a res i we eciaeweine $ 4,161,149.48 $ 4,749,556.10 
Duluth, Winnipeg & Pacific.......... *577.94 *11,108.39 
Grand Trunk Western Lines......... 597,012.04 627,506.00 
INOW MRDORG LANES. oc isscckscesowccee *63,740.10 *180,936.28 


Total 


iavoiaraidi@leiera die @ratinjersiaial scm oiwareteratad $ 4,693,843.48 $ 5,185,017.43 


OPERATING INCOME 


CI EE in onto oo oo ave cewcciea es $ aS 


$ 4,418,967.39 
Duluth, Winnipeg & Pacific 


i ameciacatéietats ,426. *29,925.60 
Grand Trunk Western Lines......... 228,703.72 173,159.37 
INGW TEMGINNG EMROS 60 0:s cccscsosccveare *136,561.99 *252,661.44 

TI, wieessnoemaiéie ce b iawornaewsinenes $ 4,162,770.53 $ 4,309,539.72 


SUMMARY 
For Ten Months Ended October 31 
ALL RAILWAYS 


Operating REVENUES 2.0 cc ccccscccvesss $363,551,447.82 $379,330,864.41 
COPCTECING THEPGMECS «occ cccc scien c ceive 318,290,712.07 334,748,154.25 
Net Operating Revenues ............. 45,260,735.75 44,582,710.16 
Operating TRCOME «...:s.ccccccescesese 40,185,266.19 41,098,157.75 


CANADIAN NATIONAL RAILWAYS 
OPERATING REVENUES 


Canadian LAR@i. osc cisc cicviccnsccscey cies $166,372,726.58 $174,186,580.33 
United States Lines...........-..ees- 28,952,596.42 32,208,760.80 
TOtAl cvcccccccccvcvceswedecscnsces $195,325,323.00 $206,395,341.13 
OPERATING EXPENSES 
Canadian Lines ........sccscosccsece $160,129,867.12 $169,291,364.29 
United States Lines...........-cccess 24,425,792.02 24,989,264.32 
Total ..ccccccccvccccccccccccccces $184,555,659.14 $194,280,628.61 
NET OPERATING REVENUES 
Candaian Lines .....cccccccccsccccces $ 6,242,859.46 4,895,216.04 
United States Lines..........secesece 4,526,804.40 7,219,496.48 
ONE cicwsvesneceevwowdeseoeweencon $ 10,769, 663.86 $ 12,114,712.52 


OPERATING INCOME 


COMMEINE BAWOS, ooo ceces ccavecsssuuen $ 6,482,783.49 $ 5,214,087.79 
United States Lines *354,344.80 1,211,724.02 


ee a ree $ 6,128,438.69 $ 6,425,811.81 
CANADIAN PACIFIC RAILWAY 
Cperating FGvORUes «.<.ccciccviscess $147,324,927.86 


eee ee ee) 


$151,870,509.19 


Operating EXpenses .....sccccccccsces 120,463,826.24 126,286,904.19 
Net Operating Revenues.............. 26,861,101.62 25,583,605.00 
SUOFOTINE IMGOINE 6006 ccccccccocceses 27,468,059.49 27,412,412.24 





* Decrease, 


CANADIAN RAIL EARNINGS 


The Trafic World Ottawa Bureau 


Traffic earnings of the Canadian Pacific Railway for the 
week ending December 21 were $3,624,000—a decrease compared 
with the same period last year of $681,000, or 15.8 per cent. 
Earnings of the Canadian National for the same period were 
$4,251,500, a decrease of $1,112,149. 

Estimates are being made as to the probable operating 
results on Canadian railways for 1924. It is estimated that 
gross earnings of all-roads will show a decrease of about $30,- 
000,000. The Canadian Pacific will be down about $7,000,000 
and the Canadian National about $18,000,000, but the deficit 
will be about the same as last year, operating expenses having 
been heavily reduced. The balance will be distributed among 
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DENVER, COLORADO ne 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO 


ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


“Thru SERVICE We Grow’”’ 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, Inc. 


DETROIT 





Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 












CLEVELAND 





Members A.W.A. — O.W.A. 


LEDERER TERMINAL 


SER VICE 
BUILDS BETTER BUSINESS 
- Mercantile Warehousing and Distributing 











AMARILLO, TEXAS 


Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track Nickel Plate R.R. Pool Car Distribution 
Write Us Your Requirements 

















Serving New York 

and Pennsylvania F rom the Hi ub 

Elmira is the natural distributing center for these two densely 

populated States which have correspondingly great buying-power 

Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 
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Foreign Freight 
. Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


WE SELL SERVICE 


49N 


ea 
WAREHOUSE 


ALONG WITH OUR STORAGE SPACE 


Our Warehouse Receipts are accepted as collateral by any Bank 
t our rates on offices 


CONSIDER THE LOCATION 


316 Commercial Street 


Only two blocks from the Main Postoffice 


LOS ANGELES WAREHOUSE COMPANY 


Do not confuse us with the Transfer Company of similar name 


GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Lowest W ho 












nkler Risk. 
arehouse Insurance Rate in State. 
Track Capacity, 25 Cars. 
Latest and Best Equipment for Handling. 


General Merchandise Storage 
a ty 


Negotiable Warehouse Receipts lesued. 
Pool Car Distribution. 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 





DETROIT, MICH. 


American Elevator and Storage Co. 


Centrally located for Storage and Distri- 
bution of General Merchandise. Private 
siding. Direct connection with all rail- 
road lines serving Detroit. Low insur- 
ance rates. Correspondence solicited. 


5075 Grand River Avenue, Detroit, Mich. 
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smaller roads. Total gross receipts of all Canadian roads will 
be about $445,000,000. With a normal crop in the west this 
year the gross earnings would have been about the same as 
last year, but the heavy decrease in the western crop, and a 
lower coal production in Nova Scotia have been vital factors 
in the decreased tonnage. The first seven months of the year 
showed more loaded cars being moved than for the correspond- 
ing period last year, but, with the beginning of the crop move- 
ment in AuguSt, the decrease began and has continued, with 
the exception of three or four weeks, ever since. 

Net profits of the Canadian Pacific for November were well 
maintained, notwithstanding a heavy decrease of gross earn- 
ings, as economies in working expenses nearly reached the to- 
tal of the decline in gross. Net profits were less than $100,000 
below the total for November, 1923, but this was enough to 
Place the net earnings for the eleven months below-those of 
the corresponding period for 1923. This was the first time this 
year that net had fallen below that of 1923. At the end of 
March, net was more than a million and a quarter above that 
of last year. At the end of October the margin was reduced to 
$55,647, and the $80,589 decrease for November leaves the road 
$24,942 behind the 1923 record. Net for November, 1923, was 
the second greatest for that month in the history of the road, 
and November of this year was the third greatest. Gross earn- 
ings for November and for the eleven months were the smallest 
for the periods since 1919. The following are the gross earn- 
ings, working expenses and net profits for the last two years: 


November: 1924 1923 


Decrease 
POOR GOPMINGE 6occiccciccces 18,100,954 22,244,319 4,143,374 
Working expenses ........... 12,071,964 16,133,849 4,062,784 
to. re 6,029,881 6,110,470 80,589 
Eleven months: 
SPORE COPRINGS ....... sccvscciee 166,811,984 176,700,415 9,888,430 
Working expenses .......... 133,314,044 143,177,532 9,863,488 
ee ene 33,497,940 33,522,882 24,942 


Operating results on the Canadian National for November 
show a decrease in gross earnings of $3,140,916 or 13.4 per cent, 
as compared with November, 1923. Operating expenses de- 
creased $2,246,843 or 11.53 per cent. Net earnings for Novem- 
ber, 1924, were $3,714,304, a decrease of $894,073 or 19.40 per 
cent, below November, 1924. Aggregate gross earnings for the 
eleven months fell off $14,210,934 or 6.17 per cent, while oper- 
ating expenses decreased $11,971,813 or 5.60 per cent. The re- 


sultant decrease in net earnings for the period was $2,239,121 
or 13.39 per cent. 


SHIP LINES DISCUSS INCREASES 


The Trafic World New York Bureau 


Recent increases in the price of bunker oil and indications 
that further advances are to be expected have led to discussions 
among steamship officials on the advisability of raising freight 
rates when the existing tariffs expire. In most cases the pres- 
ent rates are effective for three to six months. 


One shipping official pointed out that higher fuel oil prices 
have increased the cost of operation from 10 to 40 per cent, 
depending on the type of vessel. In the case of a steamer such 
as the Olympic or Mauretania, the advance is 35 to 40 per cent. 
Even on the Pacific Coast, where oil is obtainable at lower fig- 
ures, the expense of operation has gained about 10 per cent. 


While steamship officials are a unit in holding that higher 
rates are necessary, they admit doubt whether an increase can 
be made effective in the near future, due to keen competition- 
in practically all trades. Most of the rate conferences are faced 
with independent lines which are ready to cut rates whenever 
conditions justify. The large surplus of ship tonnage through- 
out the world results in the entry of additional vessels into 
service when rates approach a profitable level. 

Conference tariffs on the North Atlantic services run until 
the end of April, and consideration of changes probably will not 
come up actively until February. The Far East tariffs are fixed 
for the first half of 1925, and the rates for the last half of the 
year will be determined at a joint meeting of the North At- 
lantic, Gulf and Far East with the Pacific Westbound Confer- 
ence at New Orleans in March. The U. S. Intercoastal Confer- 
ence, it is understood, will take up in February the question of 
increasing the rates on some seasonal commodities, such as 
canned goods and dried fruits. 

The general opinion seems to be that despite the urgent need 
for increased revenue, the effort to raise tariffs to a profitable 
level will be extremely difficult until basic conditions in the 
marine industry have changed. 

An improvement in trade after the holidays, which will re- 
sult in a stronger demand for space on ocean vessels and firm- 
ness in rates, is expected by freight forwarders and shippers. 
The current week has been one of extreme dullness for full 
cargo ships, as regular liners have been able to care for all 
shipments, leaving little traffic for tramp steamers. Minor ex- 
ceptions to this condition have been the good movement of cot- 
ton from Gulf ports and the upward spurt in business from the 
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Pacific Coast, due largely to the scarcity of ships there for im- 
mediate loading. 

Reviews of the freight market by local brokers comment on 
the fact that a revival of inquiry in Europe for grain is ap- 
parent. To some extent this will be supplied by the new Ar- 
gentine crop, but it is expected also that there will be a recov- 
ery in purchases in this country. 

Outside of grain shipments to the Mediterranean, regular 
line rates were below the level which would be attractive to 
tramp shippers, with the result that few of the latter were 
offered for charter. 

With tramp tonnage scarce for prompt and forward _load- 
ing, rates in the off-shore lumber trades from the North Pacific 
are displaying a strong upward tendency. Rates of $11 to Ja- 
pan and $13 to Australia are offered by shippers. While the 
Pacific grain trades are still dull, the shortage of tramp ton- 
nage has resulted in a sharp advance in parcel rates on wheat 


to Europe, with advances from 22 to 30 shillings in some 
instances. 


BOARD SELLS SHIPS 


The Trafic World Washington Bureau 


The Shipping Board, December 30, approved the sale to 
James Rolph, Jr., mayor of San Francisco, acting on behalf 
of the Pacific Traders’ Steamship Corporation, a corporation 
to be organized in California, of the Fleet Corporation freight 
services operated by Swayne & Hoyt, as managing operators, 
between Pacific coast ports and Australia and New Zealand, 
and the east coast of South America. Nine vessels are involved 
in the sale. It is estimated that the total purchase price will 
be approximately $1,190,000. 

This is the first important sale of Shipping Board tonnage 
since the seven “502” type vessels were sold to the Dollar inter- 
ests for their round-the-world service. 

The board issued the following statement: 


The Shipping Board approved the sale to James Rolph, Jr., mayor 
of S&n Francisco, acting on behalf of the Pacific Traders Steamship 
Corporation, a corporation to be organized in California, of the serv- 
ices now being maintained from the Pacific Coast to Australia and 
New Zealand and from the Pacific Coast to East Coast South 
America, 

The proposition has been pending for over thirty days and was 
acted on by the board only after most careful consideration of all 
the elements involved. 

Five vessels of the 8,800-ton type to be selected by the purchaser 
are involved in the sale of the South American service, with guar- 
antee of twelve sailings per annum, between the West Coast of the 
United States and the East Coast of South America, service to be 
maintained for a period of five consecutive years. : 

Four vessels are involved in the sale of the service operating 
between the West Coast of the United States and Australia and New 
Zealand, the purchaser agreeing to give a minimum of ten sailings 
per annum for a period of five years. 

The terms of the sale are in accordance with the board’s estab- 
lished practice in sales for guaranteed operation, calling for 25 per 
cent cash on delivery of the vessels, the balance of the purchase 
price in ten equal annual instalments, with interest at 4% per cent 
per annum, secured by a preferred mortgage. 2 i 

The purchase price of the vessels on the South American service 
is $17.50 per cwt. and on the Australian service $12.50 per cwt. 

These sales were made in accordance with the policy of the 
board, to allow substantial reductions from its basic prices of vés- 
sels when the purchaser assumes the obligation of guaranteeing a 
service over an established trade route for a term of years. ‘ 

Each sale so made means a substantial reduction in the deficit 
in connection with Shipping Board operations and a great saving to 
the government over the term of the 5-year guaranteed period. 

Mr. Rolph is a veteran shipping man, as was his father before 
him, and for many years was engaged in operating ships on his own 
account on the Australian trade from the Pacific Coast. | . 

Under the terms laid down by the Shipping Board in accepting 
the offer steps must be taken at once for the organization of the 
corporation, and other terms and conditions are laid down for the 
protection of the interest of the government in the transaction, which 
it is expected will be completed within the next few months, The 
delivery of the first vessel on each line is to be taken not later than 
March 31, 1925. 


Interest in prospective sales of Shipping Board vessels was 
revived this week when R. Stanley Dollar, of the Dollar Line, 
James Rolph, Jr., mayor of San Francisco, and H. M. Gleason, 
general manager of the Pacific Mail, visited Washington. 

Mr. Dollar, after a brief visit at the offices of the Shipping 
Board, said he would return on January 2. It was expected 
that he would discuss with the board an offer for the ten com- 
bination passenger-cargo vessels operated by the government 
out of Pacific coast ports. The Dollar interests had under 
consideration the question of buying the vessels last year, but 
nothing came of their negotiations with the board. 

Mayor Rolph submitted an offer to the board for the serv- 
ices maintained from Pacific coast ports to South American and 
Australian ports. 

The Pacific Mail operates five of the ten combination pas- 
senger-cargo vessels out of Pacific coast ports to the Orient 
and has discussed possible purchase of the vessels with the 
board. 

The board has appointed a new ship sales committee com- 
posed of Commissioner Lissner, chairman; and Commissioners 
Hill and Haney. Chairman O’Connor was chairman of the 
committee and Commissioner Benson was a member of it. It 
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Seo... Henry Coburn Storage & Warehouse Co., Indianapolis 
Saues THE HUB WAREHOUSE OF THE CENTRAL STATES 

16 Steam Railroad Divisions 13 Traction Line Divisions 
Merchandise Storage — Quick Shipments — Distribution Cars 


‘““Coburn Service for Efficiency’’ 


KENT STORAGE COMPANY 


LANSING ~ BATTLE CREE 
MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 


EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. 
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o_Amammoth unit operated in conjunction with the 
Jargest system of freight handling facilities in America~ 


Columbia Terminals Company 
ST.LOUIS 


Only Steamers 
From New York 
Without Change 


January 7, 14, 21, 28 
February 4, 11, 18, 25 
1035 miles by sea; sailing from New York 
every Wednesday—stopping a few hours 
for sightseeing at Charleston, S. C. Fri- 
day afternoon and due to arrive at Miami 
Sunday. 

Returning —steamers leave Miami 
every Tuesday, due to arrive at New 
York Sunday. 


NEW OCEAN ROUTE 
TO THE CITY OF MIAMI 


Modern oil-burning steamers with a wide 
range of accommodations. Passenger 
fare includes inside stateroom berth and 
all meals on steamer. Outside rooms, or 
bedroom suites with connecting private 
lavatory and shower bath, are available 
at varying extra fares according to room 
and location selected. 


Automobiles Carried 
Standard Passenger and Fast Freight Route 
to and from all points South and Southeast. 

For further information, sailing lists, detailed 
passenger and freight rates, etc., apply at any 
local ticket agency, or write to 


CLYDE LINE 


: Pier 36 North River, New Yerk 
Pi Pier 1, Ft. Liberty 114 S. E. First St., 
Jacksonville, Fla. iami, 
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Main Offices: GRAND RAPIDS, MICH. 



















Service that has satisfied the most exacting ‘raffic 
representatives since 1908. 


The only Publication of Freight Rates for shippers 
ihat covers both Class and Commodity Rates and 


makes reference to the tariffs from which the informa- 
tion is taken. 


A convenient record of rates issued in loose leaf 
form and served with a monthly distribution of revised 
pages covering changes. 


Issued for the benefit of shippers who want to know 
their Freight Rates without the high cost of maintain- 
ing a file of Railroad tariffs. 


This service can be placed in your traffic or shipping 
department at a subscription cost of $30.00 per year. 


Sample Pages and Endorsements from satisfied patrons who hee 
used the service since 1908 will be furnished on request- 


W. J. HARTMAN, PUB. 
732 Federal Street - Chicago, U.S. &. 











Attach to Your Letter Head and Return 


W. J. HARTMAN, PUBLISHER 
732 Federal St., Chicago 


Send sample pages cua endorsements of Hartman’s Western Freight Rates 
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is understood that Chairman O’Connor felt that he should not 
be a member of the committee and that Commissioner Benson 
was actively engaged in other duties and that he wished to be 
relieved from serving on the committee. 

It is believed that the selection of Commissioner Lissner 
as chairman of the committee will result in a more aggressive 
effort to sell ships. Mr. Lissner is on record as favoring a 
liberal sales policy as a means of getting ships into the hands 
of private owners. 

; The Fleet Corporation has sold the concrete tanker, Palo 
Alto, of 7,500 deadweight tons, to Oliver J. Olson & Co. of 
San Francisco for $18,750. 


U. 8. SHIPS GAIN IN FOREIGN TRADE 


The Trafic World New York Bureau 


Commerce carried in American vessels in October and for 
the ten months period shows a substantial gain in comparison 
with last year, according to statistics compiled by the Bureau 
of Foreign and Domestic Commerce. Practically all the advance 
was due to expansion in export trade, as the imports handled 
by American flag ships was smaller. 

The volume of American ship tonnage entered and cleared 
was larger, both actually and relatively, while foreign vessels 
going to and from U. S. ports declined. 

Imports in American vessels declined $6,000,000 in October 
and $27,000,000 in ten months. The decrease was from 30 to 
27.35 per cent for October but, for the longer period, the per- 
centage increased from 31.15 to 32.70 per cent, due to the fact 
that the drop in commerce brought in foreign vessels was con- 
siderable. Imports in American bottoms for the ten months fell] 
from $876,000,000 to $849,000,000, while that in foreign vessels 
dropped from $1,937,000,000 to $1,747,000,000.. 

Exports in American vessels in October advanced from 
$131,000,000 to $170,000,000 in value, but declined from 38.6 to 
35.94 per cent, as the total carried in foreign ships advanced from 
$209,000,000 to $304,000,000. For the ten months period exports 
in American vessels advanced from $1,048,000,000 to $1,216,- 
000,000, and from 37.87 to 38.49 per cent. 

The tonnage of foreign vessels entering and clearing re- 
mained practically constant for the first ten months of 1923 
and 1924, standing at 32,000,000 tons entered and 33,000,000 tons 
cleared. American vessels, however, showed an increase from 
22,388,000 to 24,620,000 tons entered, and from 22,809,000 to 
25,327,000 tons cleared. 

The following table gives a comparison of important and 


export trade, and also of entrances and clearances for the ten 
months of 1923 and 1924: 


TEN MONTHS ENDED OCTOBER. 
oe omitted) 














Imports 1923 P. Ct. 1924 FP. Ct. 
IE ib S Seu ehiwieneeecuu Weare ee $ 876,196 31.15 $ 849,119 32.70 
SUE. nbc k de tbccetecitwossmunen 1,937,381 68.85 1,747,221 67.30 

BIE ar slater ecdval vie edie certieverareroral $2,813,577 100.00 $2,596,340 100.00 

Exports. 

AMEPICHN 2.2.0. 0cccccccccscccees $1,048,109 37.87 $1,216,728 38.49 
ID gioco wie Wicd ov-cuwemenewuaee 32,790 59.42 32,633 56.99 
RN a wiewews do wadenieeuas $2,766,515 100.00 $3,160,732 100.00 


TONNAGE OF VESSELS. 














Entered Net Tons P. Ct. Net Tons P. Ct. 
PMACPICAR oo.ccscccvcerersesseeces 22,388 40.58 24,620 43.01 
BIEL. istbcwicedcmioseaccewa~ewacinmae 1,718,405 62.13 1,944,004 61.51 

NE « dhsphvs ero 5a ages oe wre Rese Ore 55,179 100.00 57,253 100.00 

Cleared 
MND, Si5:04.bovescoeuddelce noe 22,809 40.87 25,327 43.49 
EE “aiwa.stesciase Heelan evecnecee 33,001 59.13 32,911 56.51 

TI,» sects 5 asda yeh oi ie eee wa heroes 55,811 100.00 58,238 100.00 


The following table shows the distribution of export trade for 
the ten months: 


Carried in— 
Land vehicles 


$ 445,027,931 
Parcel post 


Dale gute uo tooo seo clase adele Kolmcate,  demrameaee 18,002,549 
PE WHINE 5 55.5 Sec cow cdcccwecsiimecen 1,048,109,997 1,202,257,917 
Foreign vessels— 
I Tac. de cs xs etdires'os adverse Wire, hw. ec ecard aan aore 24,709,608 28,936,398 
ED Ceivacaoule ye 64g b606 eeu aa Rha eee eee 992,414,513 1,031,782,813 
EE a tiaieub ec warcisce vie wasue ce waslusnbeciwaohs 48,915,165 70,309,056 
MINS Gratien mek 4c: wiiecitetediniwe ad awaalertigrald macae 71,656,144 94,961,737 
DED - ie-owiaideg au ere Oe Riwitame na Sess ceeset 83,870,399 92,375,029 
EE, etre hdc naecitdandencwnd ee vemos 77,604,915 116,367,378 
NN a clatt wahie are ea o wicun dr otaverurao dal ale aie acca 73,287,366 93,158,273 
CO ne rere rer ee 124,792,142 129,539,036 
I a s5:4:6d cowie aban wwe taeeeemawioeeart 103,602,179 109,207,074 
I aie tirana oiaranacaaieuaiaindinod aces ame On 47,464,349 50,549,876 
D> padiacotinounestsscenecacesbacweee ee 37,165,563 40,805,636 
EID. lai tak nionia uoraeae ositn cancitenencens 32,923,589 49,556,126 
Ce SID. bia ives ce eemeegnoneecmewud $1,718,405,932 $1,907,548,432 


The figures have been made part of the official record. 


NEW YORK TOWBOAT CASE 


Chairman O’Connor, of the Shipping Board, this week ad- 
vised Charles A. Mason, manager of the New York Towboat 
Exchange, Inc., that the question of whether or not Shipping 
Board tugs should be operated in New York harbor was a 
matter to be determined by the Fleet Corporation. Mr. Mason 
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has sent several protests to the board and one to President 
Coolidge against continued operation of tugs by the govern- 
ment in New York harbor. 

According to board officials, the government tugs perform 
services only for Shipping Board vessels, the practice of taking 
employment from private concerns having been discontinued 


some time ago. In his letter to Mr. Mason, Chairman O’Connor 
said: 


The board has not had this matter before it since August, last, 
when the question of the sdle of tugs at New York was submitted 
to the board by President Palmer of the Fleet Corporation. The 
board does not take initial action in these operating matters, but 
all such matters originate in the Fleet Corporation. The last advice 
which we had from the Fleet Corporation was in August, to the 
effect that two of the harbor tugs in New York were transferred to 
the laid-up fleet and that all the remaining tugs were in full com- 
mission. The board had advised the Fleet Corporation that it did 
not favor the sale of the tugs, but the question of their operation 
is one which is left to the Fleet Corporation to determine. 


NEW YORK FOREIGN TRADE GAINS 


The Trafic World New York Bureau 


Exports and imports through the New York Customs Dis- 
trict for 1924 showed an increase of $20,000,000 over 1923, ac- 
cording to figures made public by the local Bureau of Foreign 
and Domestic Commerce. 

Total commerce advanced from $3,285,000 to $3,305,000. Im- 
ports alone suffered a decline of $126,000,000, from $1,798,000,000 
to $1,672,000,000, but this was offset by an increase in export 
trade amounting to $146,000,000, from $1,487,000,000 to $1,633,- 
000,000. 

It is considered significant that, while in 1923 imports ex- 
ceeded exports by more than $300,000,000, this trend was com- 
pletely changed in 1924, when the excess was less than $40, 
000,000. In the latter months of the year the increases in out- 
ward shipments over the corresponding months of last year were 
marked. 

The figures on movement of gold and silver are also im- 
portant. Imports of the precious metals for the year amounted 
to $287,000,000 against $280,000,000 in 1923, showing little vari- 
ation. In contrast with this, exports of gold and silver during 
the last twelve months increased from $37,000,000 to $107,000,000. 

There was slight decrease in the total of duties collected 
and miscellaneous receipts, dropping from $329,000,000 in 1923 
to $307,000,000 last year. 


BOARD AND CORPORATION 


The Trafic World Washington Bureau 


A majority and a minority report on the recommendation 
of President Coolidge that legislation be enacted to separate 
the Fleet Corporation from the Shipping Board probably will 
come from the House select committee that was appointed to 
investigate the board and Fleet Corporation. 


It is understood that the three Democratic members of 
the committee—Representatives Davis, Bankhead and Connally 
—will oppose the President’s recommendation for one-man con- 
trol of the fleet, and that Representative Cooper, of Wisconsin, 
a La Follette follower, probably will join with the Democrats. 
The “regular” Republican members of the committee—Repre- 
sentatives White, Lehlbach and Lineberger—probably will sup- 
port the President’s recommendation as to separation. 

Opposition to the President’s recommendation will be 
found among members of Congress who represent districts in 
which there are ports out of which Shipping Board lines have 
been established in the last few years. It is believed that this 
will be particularly true of southeastern, southern and western 
ports. Apparently there is apprehension that one-man control 
of the fleet might mean discontinuance of services from certain 
ports. 

The White House has received a telegram from the United 
States Ship Operators’ Association commending the President 
for his recommendation to Congress that the Fleet Corporation 
should have exclusive control over the government’s mer- 
chant marine operations. The Shipping Board also was com- 
mended for having adopted the resolution giving the corpora- 
tion greater power. The association is made up of managing 
agents of the Fleet Corporation. 

Commissioner Plummer, vice-chairman of the Shipping 
Board, referring to the testimony given by President Palmer 
of the Fleet Corporation with reference to interference on the 
part of board members in Fleet Corporation personnel matters, 
said the letter he (Plummer) had written to T. H. Rossbottom, 
general manager of the United States Lines, was the result of 
an investigation made before Palmer became president of the 
Fleet Corporation. 

Commissioner Plummer said the letter, as introduced in the 
record by President Palmer, gave the impression that he was 
simply seeking a job for a New Englander. The letter sug- 
gested the appointment of Mr. Taylor as an assistant to Mr. 
Croft, who was and is in charge of the purchasing department 
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OMAHA, U.S.A. The 


Houston Oil Terminal 


Company 
HOUSTON _—*‘ TEXAS 


Affords unlimited facilities for Oil Storage 
under the most favorable conditions; issues 
bonded warehouse receipts for oil in stor- 
age; affords a Refining Service through 
The Houston Terminal Refining Company 
which maintains a modern refinery and 
cracking plant; maintains world wide 
market contacts; is prepared to handle 
import and export business and is equipped 
with Pipe Lines on all Public Wharves to 
deliver Oil for bunkering or for cargo in 
the most convenient and economical man- 
ner. For particulars address 





















The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 
OR 
MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 


The Houston Oil Terminal Company 
Chronicle Building HOUSTON, TEXAS 





—asyeresy acs 
Se ern 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 





A preg ny gy STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 
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of the United States Lines, the Shipping Board north Atlantic 
passenger agency. 

The board had received complaints about the purchasing 
department and it was decided that the board’s supervisory 
committee in charge of the United States Lines should ipves- 
tigate. A hearing was held in New York November 16, 1923, 
Mr. Plummer said, adding that that occurred before Palmer 
became president. It was disclosed, Mr. Plummer said, that 
there should be a man in the New York office with experience 
in the buying of produce. Mr. Taylor had such experience, he 
said, and was recommended for the place. Mr. Rossbottom had 
been present at the investigation, Mr. Plummer said, and the 
letter was written to him as the natural outcome of the inves- 
tigation. 

It is understood that the House investigating committee 
will ask members of the board to appear before the committee 


to make statements with reference to President Palmer’s testi- 
mony. 


N. Y. LINES ASK TRAFFIC PROTECTION 


The Trafic World New York Bureau 


The Maritime Association of the Port of New York has 
forwarded to Mayor Hylan a petition signed by 160 of the lead- 
ing steamship companies, underwriters, warehousemen, towing, 
lighterage, and other marine interests asking for more ade- 
quate protection for merchandise handled in New York harbor. 

Several months ago the attention of the mayor was called 
to the serious losses of merchandise and other commodities 
from vessels, piers, docks, and waterfront property generally. 
Mayor Hylan appointed a committee consisting of Joseph J. 
O’Brien, Director of the Port, Michael Cosgrove, Commissioner 
of Docks, and Capt. Richard O’Connor, of the Police Harbor 
Squad, to take up the matter and make a report. 

The committee later recommended to the Commissioner of 
Licenses that the number of junkboat licenses in the harbor 
be restricted to ten and be issued only to those concerns hav- 
ing stores along the waterfront. The commissioner acted favor- 
ably and it is understood that only ten have been permitted 
for the ensuing year. 

In transmitting the petition, John Dowd, president of the 
Maritime Association, expressed appreciation of the past efforts 
of the mayor to restrict thievery, but urged him to take addi- 
tional measures to prevent piratical depredations, which are 
still being carried on apparently by unauthorized boat operators. 

The petition stated that “this intolerable and needless con- 


dition,” had existed for four or five years, despite all efforts 
to counteract it. 


COASTWISE LAW VIOLATION 


The Trafic World Washington Bureau 

The Department of Commerce made public, January 2, an 
opinion received from Attorney-General Stone to the effect that 
the coastwise laws were violated by Lambert & Holt, Ltd., 
owners of the British steamship Voltaire, when a delegation of 
members of a fraternal organization were transported last sum- 
mer from Philadelphia to Boston and then to Canadian’ ports 
and then to Philadelphia. A fine of $110,000 was imposed on the 


vessel some time ago, but it has not been paid. The opinion of 
the Attorney-General follows: 








I have your letter of July 30, 1924, requesting an opinion whether 
Section 8 of the act of June 19, 1886 (24 Stat. 81), as amended by 
Section 2 of the act of Feb. 17, 1898 (30 Stat. 248), has been violated 
by the British steamship Voltaire, owned by Lambert & Holt, Ltd., in 
transporting, under arrangements with a fraternal organization, its 
members and friends from Philadelphia to Boston, who there landed 
for the purpose of attending the national convention of the organiza- 
tion in session and then proceeding to St. Johns, Newfoundland, and 
Halifax, Nova Scotia, and return to Philadelphia. The facts appear 
by the documents which you submit with your letter. The tickets 
issued to each passenger called for transportation from Philadelphia 
via Boston to St. Johns, Newfoundland, and Halifax, Nova Scotia, 
and return. Of the 552 passengers embarking at Philadelphia, twenty 
abandoned the vessel at Boston and one passenger at Halifax. 

Section 8 of the act of June 19, 1886 (24 Stat. 81), as amended by 
Section 2 of the act of Feb. 17, 1898 (30 Stat. 248), provides: 

“No foreign vessel shall transport passengers between ports or 
places in the United States either directly or by way of a foreign 
= | ae a penalty of $200 for each passenger so transported and 
anded.”’ 

The purpose of these statutes is to exclude ships of foreign reg- 
istry from carrying on coastwise traffic. ,A historical review of this 
legislation has been made in previous opinions (18 Op. 445; 28 Op. 
204; 29 Op. 318; 30 Op. 44). The transportation of passengers by 
water between ports and places of the United States directly or by 
way of a foreign port is to be confined to American vessels. 

From the facts appearing by the documents you have submitted, 
the trip would not have been considered by the passengers were it 
not that the organization and its friends would be transported from 
Philadelphia to Boston and there landed to attend the national con- 
vention and to take part in its proceedings. This was the primary 
object of the voyage. It otherwise would not have been undertaken. 
The return to Philadelphia, by way of foreign ports with limited 
stops is only incidental to the real object of the transportation. 

The fact that the tickets issued were for transportation from 
Philadelphia to St. Johns, Newfoundland (foreign port), via Boston, 
with stop-over privileges at Boston, St. Johns and Halifax, and return 
to Philadelphia, at which intermediate places the passengers were 
to be permitted to land and to go ashore, or that the clearance of 
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the vessel and supporting documents covered a foreign voyage are 
not controlling. I cannot read the transportation arrangement as a 
tour to foreign ports within the ruling of the Cleveland case (28 Op. 
204). The primary object of the voyage was an arrangement for 
members of a fraternal organization and its friends to attend the 
national convention at Boston. The voyage otherwise would not 
have _been undertaken. . 
While these statutes are penal and are to be construed strictly, 
they must be applied and construed to carry out the obvious de- 
clared intention of Congress. The terms of the statute should be 
made effective. My opinion is that the facts submitted establish 
that both the letter and spirit of these statutes have been violated. 
Transportation from Philadelphia to Boston was coastwise. The pri- 
mary object of the voyage was accomplished when the passengers 
had attended the convention. The return to Philadelphia by way of 
St. Johns and Halifax with stop-over privileges becomes an_inci- 
dent. I regard this leg of the voage coastwise transportation. These 
views are consistent with the previous rulings of this department 


~~ these statutes (18 Op. 445; 28 Op. 204; 29 Op. 318; 30 
Pp. Je 


SUEZ CANAL TRAFFIC 


In the first nine months of 1924 a total of 3,700 ships, 
aggregating 25,105,000 gross and 18,190,000 net tons and carry- 
ing 18,628,000 tons of general cargo, passed in transit through 
the Suez Canal, according to a report received by the Depart- 
ment of Commerce from Consul John L. Bouchal at Port Said. 
Continuing, Consul Bouchal said: 


The sum paid for this transiting amounted to 135,519,000 gold 
francs—the highest figure on record. Compared with the correspond- 
ing period of 1923, the net tonnage shows an increase of 1,206,000. 

Several of the principal maritime nations that participated in 
the canal traffic during the first three quarters of the year have estab- 
lished records in net tonnage; for instance, Great Britain, 10,859,880 
tons; France, 1,091,043 tons; Italy, 1,068,629 tons; Germany, 1,207,328 
tons; and the United States, 563,051 tons. In percentage of total canal 
movement the British flag showed a decrease from 63.1 per cent to 
59.7 per cent, while Dutch tonnage reached 10 per cent as against 
9 per cent during the 1923 period. The German flag rose from 
fourth to third place, and represented 6.7 per cent of total movement 
compared with 5 per cent in 1923. Vessels of French registry ac- 
counted for 6.6 per cent as against 5.6 per cent, while Italian ships 
represented 5.9 per cent and 4.4 per cent of the traffic in the respec- 
tive periods. Japanese shipping decreased considerably, both in 
tonnage and transit, but retained sixth place in the Canal move- 
ment. American shipping remained in seventh place, although 
credited with a slight increase over the first nine months of 1923, 

Cargo shipped northward through the canal during the first three- 
quarters of 1924 totaled 12,014,000 tons, while southbound cargo aggre- 
gated 6,614,000 tons. The principal commodfties moving northward 
were cereals, oleaginous products, ores, mineral oils, and textiles and 
gunnies. Shipments of cereals and textiles showed important in- 
creases over the 1923 figures. Southbound cargo consisted principally 
of metals and machinery, coal, railroad material, salt, and miscel- 
laneous articles. With the exception of cement, all commodities 


shipped southward showed an increase over the corresponding period 
of 1923. 


$3,000,000 FOR BARGE LINES 


President Coolidge this week transmitted to the Speaker 
of the House of Representatives a supplemental estimate of 
appropriation for the War Department for the purchase of 
$3,000,000 of the $5,000,000 of authorized capital stock of the 
Inland Waterways Corporation, the body created by Congress 
to operate and develop barge lines on the Mississippi, Warrior 
and other inland waterways. 

H. M. Lord, director of the Bureau of the Budget, in a 
letter explaining the estimate, said: 


This estimate is submitted under the provisions of the act of Con- 
gress entitled “An act to create the Inland Waterways Corporation 
for the purpose of carrying out the mandate and purpose of Congress 
as expressed in sections 201 and 500 of the transportation act, and 
for other purposes,’ approved June 3, 1924. Section 2 of said act 
provides that the capital stock of the corporation shall be $5,000,000, 
all of which is subscribed for by the United States and is to be paid 
by the Secretary of the Treasury within the appropriations therefor, 
upon call from time to time by the Secretary of War. An appropria- 
tion of $5,000,000 is authorized by the act. 

The estimate herewith is in the sum of $3,000,000, which will be 
ample to meet every requirement of the newly created corporation 
for the remainder of the current fiscal year and the fiscal year 1926 
which can be anticipated at this time. 

A similar estimate was submitted by you on June 5, 1924, addressed 
to the President of the Senate, which estimate was printed as Senate 
Document No. 140, Sixty-eighth Congress, first session. This esti- 
mate, however, reached Congress too late to be given consideration 
in connection with the second deficiency bill for 1924, which was then 
pending. 

This estimate is required to meet a contingency which has arisen 
since the submission of the regular estimates for the fiscal year 1925, 
and its approval is recommended. 


POTTER TO RESIGN? 


The Trafic World Washington Bureau 
Commissioner Potter January 2 declined to discuss a re 
port sent to state commissioners by John E. Benton, general 
solciitor of the National Association of Railway and Utilities 
Commissioners, that a rumor he believed to be well founded 
was that Commissioner Potter would shortly resign from the 
Commission. Mr. Potter did not deny the report nor did he 
confirm it. Southern interests are understood to be workins 
for the appointment of someone from the South if a vacancy 
is caused by the resignation of Mr. Potter. 
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ACI FIG 


eMOPe: AN 


ULF LINE 


DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON—HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of lading issued from Gulf Perts te Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 











Through bills of lading frem Pacific Coast Ports te Mexico, Cuba, Porte 
Rico, West Indies, Central America, South America, Europe 
Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & _o Were, Inc. 15 Moore St. 
Iveston, Texas 430 Sansome St., San Francisco, Cal. New York City 





Ship by Water 


‘(DIFFERENTIAL RATES” via 


WILLIAMS LINE 





San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York _ Telephone Bowling Green 7394 


Baltimore Phila Pitteburgh, Pa. Chicago, If. 
Smee ten hag Oliver Bldg. 333 S. Dearborn St. 
And Pe i Oke etc. 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, peg ene ang tee gee sateee | to Les Angeles 
« ‘aco 


WESTBOUND SAILINGS 


NEW YORK 

SANTA ROSA.......... January 13 
ee January 21 
SANTA MALTA........ January 27 


Through bills of lading issued for ry ag at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


SAN FRANCISCO —_LOS ANGELES 
*COLOMBIA......... January 8 


January 10 
SANTA PAULA ...... January 14 January 16 
SANTA OLIVIA...... January 29 January 31 


*Passenger steamer calling at Manzanillo, San — de Guatemala, La 
Libertad, Corinte, Canal Zone, Havana (East astbound 


estnte teas dnadienes entation ties than Oieth $270 and $300 
PANAMA SERVICE 


Between San Francisce, Los Angeles, Mexice, Central America and Canal Zene 
S.S. CITY OF SAN FRANCISCO sails from San Francisco January 13 
S.S. CORINTO sails from San Francisco February 3 


PACIFIC MAIL S.S. COMPANY 


10 Hanover oe New York California St., San Francisco 
5 Central a — Angele, Calif. 


Bide. ve orf folk, Southgate Fwd. & Stge.Co. 
Seek. sab tiie gitable —_— 2 ae 

a ecatre 
Philadelphia 24 Bldg. 
Wilmington, Del., Marine Terminal 


TRANSMARINE LINES 
Regularly Maintained WEEKLY Service 
Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 
Also sailings to other ports as inducement offers 


ee ee Claims 
DIRECT loading CAR to SHIP eliminates < Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal 


General Offices: 
Telephone Mulberry 4300 5 en Laan New » York & City 


General 
Be : e a ete igen Wath Le Ane, Manet 
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COKING IN TRANSIT 


The Trafic World Washington Bureau 
The Illinois Central has set some of its neighbors by the 
ears by proposing, in its I. C. C. E-1649, effective January 12, to 
establish transit privilege on coal, from points in the Birming- 
ham district to all destinations on the basis of the through rate 
on coke from origin to destination. The Louisville & Nashville 
has protested and asked for suspension of the tariff on the 
ground that the proposal is in the nature of a rebate and, there- 
fore, unlawful. In his protest for the L. & N., J. W. Dewberry 
pointed out that under that tariff coal could be brought into 
Birmingham by railroads not common carriers, stored, coked, 
and sent out on the coke rate, without having ever paid any 
carrier charge other than the rate to the Illinois Central from 
Birmingham. He also alleged that the privilege, if allowed to 
become operative, would short-haul the Louisville & Nashville. 
Other carriers serving the Birmingham district are also ex- 
pected to protest. 
This is the second proposal to establish coking-in-transit. 
The Missouri Pacific proposed it at St. Louis in respect of coal 
moving to by-product ovens, on the basis of rate from origin 


to destination. Its proposal was suspended and is awaiting dis- 
position. 


INCREASE IN PARCEL RATES 


The Trafic World Washington Bureau 

Abolition of zones. for the assessment of second class post- 
age rates, a downward revision of second class rates, and the 
imposition of a service charge on each bit of parcel post mail 
are suggestions that have been made, by representatives of pub- 
lishers, to the sub-committee of the senate post office com- 
mittee. That body is conducting a hearing on the Dill, intro- 
duced to raise rates on postage so as to bring in revenue needed 
to cover the increase in the pay of post office department em- 
ployees proposed in the bill vetoed by President Coolidge. 


The Senate will vote on the question of passing the bill over 
the veto on January 6. 


In addition to those points, the pubtishers protested against 
the haste that was being made to dispose of the matter, without 
giving the publishers an adequate opportunity to go into the 
cost of ascertainment report submitted by the post office 
department. They suggested that only a war emergency would 
warrant the haste that has been undertaken in this instance. 
They said they had been required by the program of the com- 
mittee to appear on the witness stand before the details of the 
cost ascertainment report had been made available to them. 

The speaker for the publications other than daily news- 
papers were George C. Lucas, director of transportation for 
the National Publishers’ Association; Jesse H. Neal for the 
Associated Business Papers; and Charles F. Jenkins, for the 
Agricultural Publishers’ Association. 

Although time had not been allowed for a thorough study 
o& the cost ascertainment report, Mr. Lucas said second class 
was unjustly charged with items of overhead expenses and for 
city and rural delivery, his contention being that they were 
not items properly allocable to second class because they were 
needed by other classes. 

Mr. Lucas proposed the addition of a five cent charge to 
each parcel post shipment. Theoretically, he said, the parcel 
post was established for the benefit of farmers but, he said, 
farmers did not furnish 10 per cent of the business carried in 
that service. Therefore, he suggested, the service charge pro- 
posed by him would not fall on that element in the community. 

Mr. Neal suggested that the haste of the committee was 
unprecedented except in the cases of emergency war legis- 
lation. 

Mr. Jenkins expressed the belief that the $68,000,000 of 
increase in the salary expense could be met without any in- 
crease in rates if the department, instead of raising rates, 
would lower them so as to make the service attractive to the 
publications that had taken their traffic from the mails and 
put them on freight or express schedules. He said the effect 
of prior increases had been to restrict use. He also pointed 
out that the last increases were war increases with an implied 
promise that after the war there would be a downward revision. 

The sub-committee of the Senate post office committee 
that has been holding hearings on S. 1898, a bill introduced to 
carry out President Coolidge’s idea that no increase in the pay 
of post office employes should be voted unless and until pro- 
vision had been made to obtain the additional revenue needed, 
has completed the hearings on that measure, as planned. The 
Senate is due to vote on passing the pay increase bill over 
the President’s veto and the proposal to increase the revenues 
of the Post Office Department by means of higher postage rates 
on January 5. The two are coupled together. 

E. B. Reid, acting Washington representative of the Amer- 
ican Farm Bureau Federation, in a letter to Senator Moses, 
chairman of the sub-committee that conducted the hearings, 
in behalf of the Federation, has protested against the proposed 
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increase in parcel post rates, claiming that its use by farmers 
does not cause any of the deficit. He said that possibly the 
postal employes were to be given the raise in pay merely be- 
cause they demanded it and not because they earned it. He 
said the Civil Service Commission had long lists of people 
willing to work for the Post Office Department at the present 
wage rate. 

He said that although Congress had spent half a million 
to arrive at the cost of handling the mails, there was no pro- 
posal which reclassified parcel post and ” endeavored to put 
it on a businesslike basis. To show its unbusinesslike classi- 
fication, he pointed out that a wholesale milliner in New York 
might ship a carload of millinery by parcel post from New 
York to Atlanta at a cost of about $65, he believed, while the 
rental of the car alone was about $275. 


LOSS AND DAMAGE FIGURES 


Large items in the annual loss and damage figures are 
furnished by fresh fruits and vegetables and eggs, according 
to A. L. Green, special representatives of the committee on 
freight claim prevention, of the A. R. A., who spoke before the 
Cold Storage Division of the American Warehousemen at the 
recent convention in Chicago. 

Apple claims average about $10 a car for all cars shipped, 
he said. Some of the causes were freezing, breakage from 
vibration, imperfect nailing of containers, frail containers, im- 
proper loading and bracing, and rough handling of cars. Where 
the damage appeared to be due to the shipper, he said, the 
warehouseman could be of distinct service to all concerned by 
promptly calling to the attention of shipper or carrier the 
faulty condition. 

He said competent men to load outbound shipments were 
not always employed by warehouse companies and, as a large 
part of the stored apples were moved out by freight, it was 
evident that an understanding of the standard loading rules 
was necessary. He said efforts were being made by the rail- 
roads to reduce the rough handling of cars in the yards, where 
most roughness occurred. Another means of combating loss 
and damage, he said, was by a study of packing and loading. 
It was important to use tested materials, made after standard 
pattern, with nailing properly distributed. 

Concerning eggs, he said that, for every carload trans- 
ported in 1923, the carrier paid $9 in claims. If standard pack- 
ing and loading practices had been generally observed, the 
figure would have been nearer $1. He said that close to 90 
per cent of all egg claims were for preventable damage. For 
example, he said, despite the fact that freight classification 
forbade the use of second-hand fillers, there was considerable 
traffic in second-hand fillers, in carload lots, from certain mar- 
kets back to producing sections. While the railroads attempted 
to police this situation, they could not hope to catch more 
than a fraction of the tariff violations of the filler rule. The 
cold storage men, he said, were interested in having eggs come 
out of storage in the best possible condition, and they might 
find it profitable to do more educational work among shippers 
and dealers to the end that more eggs were sent into storage 
packed in new standard fillers and cases. 

He said that, in 1923, it was probable that the egg trade 
improved packing and loading to a greater extent than any 
other industry. The idea of using six pads and of loading 
tightly was introduced and was much favored. Because in- 
spection showed a 30 per cent increase in the use of pads over 
1922, high hopes were entertained for a reduction in egg dam- 
age. However, in 1924 the hopes were not realized, he said, 
for egg claims had increased, the monthly percentages ranging 
as much as 38 per cent higher. In advance of the yearly analy- 
sis, he said, it was hard to form an accurate idea of the causes. 
He said claims in general were not increasing, but that the 
latest figures showed a decline of 20 per cent. 

An educational campaign to reduce the risk of damage in 
handling next spring’s egg movement had been planned, said 
Mr. Green. To every shipper it should be shown how easy 
it was to get eggs through without damage and that good pack- 
ing and proper grading put money in his pocket. 


NEEDLESS HAULING OF FREIGHT 

That the railroads might be saved the burden of hauling 
from 30 to 50 million tons of needless freight each year was 
pointed out by J. G. Worker, assistant to the president of the 
American Engineering Company, at a meeting of the Engineer’s 
Society of Western Pennsylvania. He said there was a huge 
waste in the burning of coal in factory power plants throughout 
the country, and that, by the installation of modern, efficient 
mechanical stokers, a great saving could be effected. 

He said that there were twelve million tons of mechanical 
stoker installations in the United States, on which approxi- 
mately 200 million tons of coal were burned yearly. The re- 
sults of installing modern equipment would not only reduce the 
country’s coal bill from 15 to 20 per cent, but would bring about 


better rail service by lightening the freight burden of the 
railroads. 
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They are all Pioneers 


LL these boxes, so different in size, 
AN shape and contents, are alike in 
being Pioneer Wirebound Boxes. 
And the thousands of manufacturers 


who use them are alike in securing 
0S hn ge. te AY better, safer shipping—at a lowered 
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kK For example, the largest of three 
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ws ding industrial concern in Detroit 
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yn —must mean that a great sh siietns was made of 34" white pine boards 

4 are finding it very profitable to sail in and at a labor and material cost of $1.40. 

3d out of the port of Los Angeles. Are you The Pioneer replacing it costs 97 

re one of them? cents—saving 43 cents a box. 

Check up and you will find that the tonnage 
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a Harbor. . Test a Pioneer 

a Los Angeles has made it easy for you to ; i i 

4 land your goods at the door. She has kept We will gladly ‘design eS yg 

es. pace in developing dockage, loading and un- or Crate to suit your product. fest 


loading facilities, storage and means of 
transfer to land transportation. 


It will pay you to analyze closely your mar- 
kets in western America. You will find that 
the shortest, most economical route to the 
cream of western business is via the port of 
Los Angeles. 


For some exceedingly interesting 
figures and information, write us for 
the book: ‘‘The Port of Los Angeles’ 


Board of Harbor Commissioners 


City of Los Angeles 


“Port of the Pacific Southwest” 


it in any way, prove to yourself that 
General Box service can cut shipping 
costs for you, too. A short note of 
inquiry is enough. There is no ob- 
ligation involved. 


GENERAL BOX COMPANY 


506 N. Dearborn Street, Chicago, Illinois 
Sixteen Factories Give You Close at Hand Service 


Houston, Tex. 
Ilimo, Mo. 

Kansas City, Mo. 
Louisville, Ky. 
Nashville, Tenn. 
New Orleans, La. 
Sheboygan, Wis. 
Winchendon, Mass. 
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F. H. Hammill, general manager of the Chicago & North 
Western, has been elected executive vice-president of the Rock 
Island. This is a newly created office. Mr. Hammill will have 
supervision over all departments. 

W. G. Wagner has been appointed assistant freight traffic 
manager of the Burlington at Chicago. L. C. Mahoney has 
been made general freight agent for the Illinois and Iowa dis- 
trict. G. A. Hoffelder has been made assistant general freight 
agent, and W. J. Laher has been appointed to the same posi- 
tion for the Illinois and Iowa district, all with headquarters 
at Chicago. 

T.. G. Smith has been made general agent, freight depart- 
ment, of the Wabash, at Little Rock, Ark. T. L. Cochrane 
has been appointed to the same position at Toronto, Ont. 

J. J. Lane has been made assistant general traffic manager 
of the Kansas City, Mexico & Orient at Wichita, Kan. 

L. J. Quinn has been appointed traveling freight agent of 
the Seaboard Air Line at Chicago. 

C. S. Lake has been made special assistant, with duties 
assigned to him by the president of the Chesapeake & Ohio. 

W. J. Kessler has been appointed assistant general freight 
and passenger agent of the Mississippi Central at Hattiesburg, 
Miss. 

J. E. W. Thomas has been made southwestern agent of the 
Chicago, Attica & Sofithern at Dallas, Tex. 

Charles J. Lane has been appointed assistant freight traffic 
manager of the Union Pacific at Omaha. W. H. Garratt has 
been appointed general freight agent at the same point. F. B. 
Choate has been made assistant general freight agent at Omaha. 
W. T. Price has been appointed assistant general freight agent 
at Denver. ‘ 

Thomas M. Schumacher, former president of the BE. P. & 
S. W., has been appointed executive vice-president of the South- 
ern Pacific. . 

Joseph F. Hogan has been appointed general freight agent 
of the Chicago, Rock Island & Pacific at Chicago. He will 
give special attention to the solicitation of freight other than 
live stock, in all territory, except on and east of the Missouri 
river. Edward F. McDaneld has been made assistant general 
live stock agent at Kansas City, succeeding A. Petersen, who 
resigned to accept the appointment as general live stock agent 
of the C. R. I. & G. at Fort Worth. 

F. H. Wells has been made general freight and passenger 
agent of the Pittsburgh, Shawmut & Northern at St. Marys, Pa. 

W. L. Wright has been appointed division freight agent 
of the Canadian Pacific, British Columbia Coast Steamship 
Service at Vancouver, succeeding J. G. McNab, transferred. 

C. A. Coburn has been appointed freight representative 
of the Merchants & Miners Transportation Company at Boston. 

J. T. Green has been made general freight agent of the 


Clyde Steamship Company and the Mallory Steamship Company 
at New York. 


J. H. Hiltner, formerly assistant traffic manager of the 
U. S. Cast Iron Pipe and Foundry Company, has been made 
traffic manager of that concern. 

The St. Louis Traffic Bureau, which, about a year and a 
half ago purchased the traffic bureau owned and operated by 
W. W. Moody, recently purchased the traffic bureau operated 
by L. M. Wallace of St. Louis. 

J. B. Ford has been made freight traffic manager of the 
Erie at New York. F. D. Austin has been appointed freight 
traffic manager at Chicago, and G. H. Reinbrecht has been 
made general coal freight agent at New York. 

The office of Division Freight Agent E. C. Hawk of the Cen- 
tral Railroad of New Jersey has been moved from Mauch 
Chunk to Allentown, Pa. 

Edward Clemens has been made traffic manager of the 
Terminal Railroad Association of St. Louis. 

B. V. Chittenden has been made general agent of the Lou- 
isiana & Arkansas at Chicago. 

R. D. Stripling has been appointed commercial agent of 
the Norfolk Southern at Charlotte, N. C. Mell Boyd has been 
made traveling freight agent at Birmingham, Ala. 

George W. Cole, formerly traffic manager of the Sandusky 
Cement Company, Cleveland, has been made assistant sales 
manager of that concern and will continue to have supervision 
over traffic matters. M. C. Thiem, formerly chief clerk in the 
traffic department, has been appointed assistant traffic manager. 

S. Davies Warfield has resigned as president of the Na- 
tional Association of Owners of Railroad Securities, and Milton 
W. Harrison, vice-president, has been elected to succeed him. 

W. R. Butler has been appointed district freight agent of 
the Gulf, Mobile & Northern at Detroit, succeeding A. J. Bes- 
solo, resigned, to accept a position with the Standard Steel 
Car Company at Pittsburgh. H. N. Crook has been made so- 
liciting agent at Mobile, Ala. R. Pat Tallman has been ap- 
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pointed commercial agent at Meridian, Miss., and C. F. Groom 
has been made traveling freight agent at Jackson, Tenn. E. W. 
Goslee has been appointed traveling freight agent at Chicago. 

W. C. Muir has been appointed general manager of the 
express department of the Canadian National. He has been 
acting general manager since the retirement of C. A. Hayes 
and has been in the express service since 1884. 

Thomas L. Cannon has been appointed traveling freight 
agent of the Mississippi Central, at Birmingham, Ala. 


DOINGS OF THE TRAFFIC CLUBS 


President Banham, of the Associated Traffic Clubs of Amer- 
ica, has appointed the following publicity committee in accord- 
ance with action taken at the Atlanta convention: N. J. Elliot, 
chairman, Charles Milbauer, and B. L. Birkholz. He has also 
appointed the following marine legislation committee: T. C. 
Burwell, chairman, S. S. Butler, Wm. C. Fitch, A. M. Stephens 
and F. M. Renshaw. This special committee was appointed to 


consider a ship subsidy resolution offered by Mr. Burwell, at 
Atlanta. 





The Transportation Club of Evansville held its annual 
meeting December 17, and elected and installed the following 
officers: President, W. J. Popp, T. M., International Steel & 
Iron Company; vice-president, H. Helmock, agent of the South- 
ern, at Evansville; secretary and treasurer, H. K. Rogers, rate 
clerk, L. & N., at Evansville. Directors elected were: F. W. 
Kullman, vice-president, Evansville Supply Company; H. Grange, 
chief clerk, C. & E. I., at Evansville; O. C. Pitts, chief clerk, 
L. & N., local freight office; Roy Leich, superintendent, Parsons 
& Scoville; S. D. McLeish, G. A., Big Four, at Evansville, and 
W. P. Bowman, T. M., Graham Brothers. 





The Traffic Study Club of Akron will meet January 5. Louis 
Sartorius, export manager, B. F. Goodrich Company, will speak 
on “Details of Export and Import Traffic.” E. H. Russell and 
Lee Adams were representatives of the club at the _ trans- 
portation round table of the American Economic Association’s 
annual meeting, at Chicago, December 30. 





The Traffic Club of New York held its monthly meeting at 
the Waldorf-Astoria December 30. D. T. Lawrence, general 
freight agent of the D. L. & W., spoke on “Some Observations 
on the Fourth Section.” 





The Traffic Club of Atlanta held its luncheon and “Ladies’ 
Day” December 29 at the Henry Grady Hotel. 





The Traffic Club of St. Louis will hold a dinner and busi- 
ness meeting January 5. It will be a “get-together meeting,” 
held in an endeavor to start the New Year properly. 





The Traffic Club of Newark held its monthly meeting De- 
cember 1. §S. F. Fannon spoke on “The 75 cent Dollar in In- 
dustry.” The club had a Christmas party December 29. Plans 
are already under way for the club’s annual dinner to be held 
the latter part of January. 





The Traffic Club of Kansas City will hold a luncheon and 
meeting, at the Kansas City Athletic Club, January 6. J. C. 
Boyd, of Kansas City, who spent seven years in Africa, will 
speak of his experiences there. 





The Milwaukee Traffic Club will held its annual dinner at 
the Hotel Pfister January 14. 


INDIANA’S POSITION UNCHANGED 


R. B. Coapstick, manager of the freight and traffic depart- 
ment of the Indiana State Chamber of Commerce, referring to 
an article in The Traffic World of December 20, p. 1414, telling 
about an unsuccessful conference held with a view to making 
unnecessary the argument on the application for the issuance 
of an order respecting class rates from Indiana to Twin Cities 
and territory covered by the complaints of the Indiana organi- 
zation, makes the point that the Commission, in its two reports 
on the cases involved, said the rates were unreasonable and 
unduly prejudicial. He said there was sufficient testimony in 
this record to prove that the rates were not only prejudicial, but 
unreasonble and that the complainant did not abandon the idea 
that the rates from Indiana were unreasonable. He said that 
Indiana’s intest primarily was just as much, if not more, in 
the level of the rates. 

Although much of the talk in the conference revolved 
around the proposal of the railroads to adjust the rates by 
raising the foundation rates, there was no thought that the 
Indiana people had abandoned their contention that the rates 
were unreasonable and there was no intention to create such 
an impression in the report on the conference. 
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WETZEL DROP FRONT TARIFF FILES 


We Wish Bou 


Q Happy and Prosperous: 
New Bear 


Opportunity is Knocking at the Door! 

















The Traffic Manager wants all tarifts 

and supplements that he needs filed 

in the right place at the right time. 
THIS MAKES MONEY 

The best time to act is right now. 


No Guides, No Indexing, No Confusion 


Write us for information. ’ 


P. A. Wetzel Company 





A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 
(Measuring outside 45 inches wide, 57% inches high and 13 inches deep) 
This outfit can be obtained with the same sized drawers througheut SPRINGFIELD, ILLINOIS 


Start with any number of sections and build up as your requirements grow. 


Distribute 
lhro uch 


2 DAYS : i MINNEAPOLIS 
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Write us for 
Distribution Costs 
of Your Commodity 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 











THEY READ THE TRAFFIC WORLD 
Editor The Traffic World: 

In a recent issue of The Traffic World there appeared an 
article in which some comment was made on our having filed 
with the Commission our I. C. C. 35 naming rates, also pick up 
and store door delivery service for the purpose of combating 
truck competition. 

As an evidence of the widespread circulation of The Traffic 
World and also of the widespread interest taken by the rail- 
roads in combating truck competition, will state that, since the 
publication of this article, we have daily been in receipt of 
requests for copies of this tariff from some of the largest trunk 
lines as well as the shorter ones located in all parts of the 
country from Washington to Florida and from Maine to Cali- 
fornia. So much so that it has been impossible for us to reply 
at length to each of-the requests made that we advise them 
how the system is working out. 

K. H. SCHOPPE, 


G. F. and P. A., O. N. M. & P. Ry. Co. 
Ardmore, Okla., Dec. 31, 1924. 


A FRATERNAL ORGANIZATION 


Editor The Traffic World: 

Go where you will in the United States, and you find tem- 
ples or lodges—often magnificent structures—of various frater- 
nal organizations. Collectively they are an American institu- 
tion. They are typical of our life and ideals. 

Even in the tiniest hamlet there is the inevitable Odd Fel- 
lows’ Hall, or the Junior Order.of American Mechanics. 

These homes house orders, or societies, that are strongly 
intrenched in their splendid purposes. They accomplish much 
that is good. 

But there is one fraternity in America, greater than them 
all, that possibly is not generally recognized as such. It is 
perhaps not usually thought of as a fraternal organization. Yet 
there permeates its very soul the most noble brotherly bear- 
ing. 

The hand of good fellowship, helpfulness, kindliness, lib- 
erality, integrity, ever is ready to greet warmly and sincerely 
its fellow members. 

The fraternity of which I speak goes further than that, for 
the same unwritten principles that so illustriously guide the 
conduct of its members toward one another, unwittingly are 
brought into play in its dealings with the general public, which 
embraces every living, breathing person in America. 

There are no officers. It has but one rule—the Golden 
Rule. Its members need pay no dues. 

Its lodge rooms may be found any place where there is a 
railroad, steamboat, or industrial transportation office. 


Transportation men constitute the greatest fraternity in 
America. 

J. B. McGolrick, E. P. A., 
Los Angeles Steamship Co. 


New York, N. Y., Dec. 23, 1924. 


A GREAT TRAFFIC MANAGER 
Editor The Traffic World: 

I have only just now heard of the sudden death of Robert 
C. Wright. The persistent ill health that has forced my aban- 
doning the fascinating activities of the traffic profession, no 
doubt, accounts for this. His successor of distinguished ability 
can and, doubtless, will be appointed, but that indefinable 
quality of personality is gone forever, save as a memory, just 
as it was when John B. Thayer was lost with the Titanic, i 
in the deaths of Darius Miller, B. B. Mitchell, B. D. Caldwel 
or J. C. Lincoln, to mention only a few of the great traffic 
managers of America whom I have known. Nowhere in our 
language is this thought expressed with such poignant beauty 
as in Edna Milay’s poem, “Renascence.” 

Bob Wright would decide an important traffic proposition 
instanter when he had the facts in hand, and, perhaps, he 
inherited from his great predecessor, Mr. Thayer, the faculty 
of turning you down flat, and yet you would leave his office 
feeling bully. Once he granted me immediately some impor- 
tant rate reductions based on certain recognized differentials. 
I asked why it had not been done years ago. “No one asked 
for it.” I mentioned a general understanding as to rates be- 


a 


tween the owner of the mill and his friend, a distinguished 
engineer, vice-president of the Pennsylvania. “Yes,” answered 
Wright, laughing, “and neither one knew a thing of what they 
were talking about. You and I do. That’s why.” 

Naturally I consider freight traffic management, both rail- 
road and industrial, an important profession, as. it has been 
my life work. But of much greater weight than any opinion 
of mine is the fact that freight traffic is the very life blood 
of our railroads and of commerce and the regulation of its 
flow is necessarily a function of the first importance. The 
greatest traffic, manager in the world is the Interstate Com- 
merce Commission, but that august tribunal wisely gives the 
railroads a large discretion. The railroad or industrial traffic 
manager today must closely observe the law, and to do so he 
must know it almost as well as does his distinguished coad- 
jutor, the commerce attorney. A broad technical knowledge 
and a grasp of large commercial problems are notable qualifi- 
cations for a traffic officer today. But, above all, is that in- 
definable attribute of personality, and that, plus splendid ability 
and integrity, partially explains Bob Wright. 

That I have lost a beloved friend of many years is as 
nothing compared to the fact that “The Standard Railroad of 
the World” has lost its brilliant general traffic manager and 
that America has sustained an incalculable loss in the death 
of Robert C. Wright. 

C. H. Tiffany, Traffic Manager (retired), 


New England Paper & Pulp Traffic Association. 
Boston, Dec. 26, 1924. 


WHAT BECOMES OF BILL OF LADING? 
Editor The Traffic World: 

We have read with much interest articles regarding the 
above subject. 

As mentioned by Mr. Stebbins, in your issue of December 
20, we also think the stand as taken by Mr. Kirkley would 
apply in most instances, but there are other sides of the ques- 
tion that must have consideration. 

Our product is stored in six different warehouses in dif- 
ferent parts of the United States, but all orders are submitted 
to the home office, where the invoices are made, and the order 
is mailed the same day to. the warehouse serving the locality 
in question. 

We make the notation on the invoice that shipment will 
be made from the given stock, and that the original bill of 
lading will also be mailed the customer direct from this point, 
which we are quite sure is done in all cases. 

Should we hold up sending our customer the invoice until 
we received notice of shipment, and the bill of lading from 
the warehouse, the goods would be received by the customer 
in’some cases weeks before they received the invoice. 

If any of your readers have a similar condition and can 
offer -=y _Sugegestions” would be™ pteased_to hear their views. 


E. C. Giesler, Traffic Manager, 
Vaco, Tex., Dec. 27, 1924. Barton Mfg. Co. 


WHY AN ENGINE IS “SHE” 


P. E. Gross, general freight agent of the N. C. & St. L., 
Savannah newspaper.) 


Dear Bill Biffer: In your column a few days ago I noticed\ 
reference to an engine as “she.” 


(By in a 


\ 
What do you think of the following letter from a Japanese | 


lady on the subject of why an engine should be “she”: 
“Some time ago you publish in you voluble paper article on 


female shipping steamer. 
female engine on train. 
many becauses. 
“They wear jacket with yokes, pins, hangers, straps, shields, 
stays. They have apron also lap. They have not only shoes 
but have pumps. Also hose and drag train (passenger and 
freight) behind; behind time all time. They attract men with 
puffs and mufflers and when draft too strong petticoat goes uD. 
This also attract. Sometimes they foam and refuse work whet 
at such time they should be switched. They need guiding— 
it always require man manager. They require men to feed 
them. When abuse are given they quickly make scrap. 
“They are steadier when coupled up, but my cousin say 
they hell of expense. Is not enough reason?” 


I have thought to write you about 
You know why? Yes, they call she for 


when 


feed 


1 say 
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STORAGE 


market Cold 


quincy 
GEORGE 8S. LOVEJOY 
Manager General Storage Department 
178 Atlantic Avenue 
Boston, Mass. 


SUMMER STREET STORES 
Direct connection with New York, New Haven 


rtford b 
Capacity, 2,000,000 cubic feet. 


ALBANY TERMINAL STORES 


SERVICE 
DEPENDABILITY 


OUR FACILITIES ARE UNEXCELLED | 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a iii Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 





Mr Manufacturer:- Your warehousing and distribution 


“ problems made easy in our Warehouses 





MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A spec’alist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law, 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in h’s work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C 





oe 


Limitations—Two Year and One (1) Day Period of Bill of Lad- 
ing for Bringing Suit for Loss, Damage or Delay 

IHinois.—Question: May I ask that you explain the reason 
for the extra “one day” being allowed in the two year and 
one day period in which suits for loss or damage must be 
brought (sec. 2 (b), Uniform Bill of Lading Conditions)? 

Again, why is the period of two years and one day allowed 
on suits in court and but two years in connection with claims 
before the Interstate Commerce Commission (sec. 16 (3), inter- 
state commerce act)? 

Answer: In paragraph 11 of section 20 of the act it is 
provided that it shall be unlawful for any common carrier to 
provide by rule, contract, regulation, or otherwise, a shorter 
period for the institution of suits than two years. The car- 
riers’ bills of lading prior to the Commission’s order in Jacob 
E. Decker & Sons vs. Director-General, 55 I. C. C. 453, contained 
the two year and one day provision and this period was incor- 
porated in the Commission’s modification of the bill of lading 
provisions in that case, and likewise incorporated in the bill 
of lading prescribed by the Commission in Docket 4844, Domestic 
Bill of Lading and Live Stock Contract, 64 I. C. C. 357. 

Presumably, the carriers, in bringing their bills of lading 
provisions in line with the provisions of paragraph 11 of sec- 
ton 20 of the act added the one day to the minimum allowed 
by the act so as to preclude any dispute as to whether in a 
given instance the maximum period provided by the law had 
been allowed. We do not know the real reason, if there is one. 

Paragraph 3 of section 16 of the act differs from paragraph 
11 of the act, in that it provides a fixed limitation period for 
the filing of a complaint with the Interstate Commerce Com- 
mission, while paragraph 11 of section 20 of the act merely 
prescribes a minimum period to be provided by the carrier 
for instituting suit for loss, damage or delay. 


Limitations—Overcharges on Shipments Moving Between March 
1, 1920, and June 7, 1924 

Kansas.—Question: Claims for overcharge were filed with 
carrier and notices of receipts thereof received from carriers, 
prior to December 7, 1924. 

Carriers declined to negotiate claims further, taking the 
position that subdivision H of amended paragraph 3, section 16, 
of the act does not allow them to proceed further unless’ the 
complaint had been registered with the Commission. 

Carriers have been paying overcharge claims filed for 
period subsequent to March 1, 1920, without the registry of 
same with the Commission. Do you believe that it was the 
intent of the law that claims should be registered with the 
Commission to stay the running of the statute? 

Answer: In the question of “Texas” on page 146 of the 
July 19, 1924, Traffic World, under the caption “Claims cover- 
ing Shipments Moving During Period Covered by Subdivision 
(h) of Paragraph 3 of Section 16 of the Act” there is quoted 
a ruling from the Interstate Commerce Commission with respect 
to claims which accrued within three years from the time they 
were filed with the carriers. 

As to claims which were not filed with the carriers within 
the three year limit, the filing of the same with the Interstate 
Commerce Commission within the stipulated time, is, under 
the provisions of paragraph 3 of section 16 of the act, a condi- 
tion precedent to the recovery of the amounts thereof. 

See, in this connection, our answer to “Oklahoma,” on page 
630 of the September 20, 1924, Traffic World, under the caption 
“Claims Covering Shipments Moving During Period Covered 
by Subdivision (h) of Paragraph 3 of Section 16 of the Act.” 

Freight Charges—Payment of—Undercharges 

Ohio.—Question: We recently instructed all branches that 
when they receive due bills for additional charges in connec- 
tion with freight shipments delivered earlier and original freight 
charges paid at time of delivery of the shipment, such due 
bills should not be paid until after they had been sent to this 
department for audting and the additional amount ascertained 
to be correct. 

Our reason for issuing these instructions is that in connec- 
tion with a shipment delivered several years ago, one of our 
clients paid additional charges which, after being audited by 
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this ‘department, were found to be incorrect. Of course, the 
railroad company used the statute of limtation to decline the 
claim, as the shipment had been delivered more than two years 
prior to date the additional collection was made. 

Several of the railroads have objected to the branches send- 
ing such due bills to this department before payment, claiming 
such charges should be paid within 48 hours, as is done in con- 
nection with the original charges, and, as we are on the credit 
list of the railroads in the various cities, we naturally do not 
wish to jeopardize our credit arrangements with them. Our 
understanding, however, is that the railroads have authorized 
credit extension of 96 hours at date of delivery of shipment 
instead of 48 hours as indicated. 

Please advise as to the foregoing; also inform us if it is 
necessary to pay due bills within 48 or 96 hours after pres- 
entation. Due to failure of the mails, it might not be possible 
for such bills to be mailed to the traffic department and re- 
turned to the branches within such period. 

Answer: With respect to the payment of freight charges 
at the time of the delivery of a shipment, see our answers to 
“Kansas,” on page 252 of the August 2, 1924, Traffic World; 
“Louisiana,” on page 372 of the August 16, 1924, Traffic World, 
and “Missouri,” on page 478 of the August 20, 1924, Traffic 
World. You will observe therefrom that the 96 hour period 
is only allowed in cases where a bond is executed, a credit 
period of 48 hours being allowed, except in those instances 
where it is necessary that an additional 48 hours’ credit be 
extended and a surety bond is executed. 

So far as we can see, the order in Ex Parte 73 does not 
relate to due bills covering undercharges. 

Freight Charges—Liability for Advance Charges 

Michigan.—Question: We maintain branch houses through- 
out the United States and Canada and also a warehouse at 
Minnesota Transfer, Minn. We make shipments to our ware- 
house at the Minnesota Transfer and reship from there. 

In June of this year we shipped a tractor from Minnesota 
Transfer to “A,” and when the bill of lading was made out 
there were $96 advance charges collected, and when the car 
arrived at destination the agent failed to collect the advance 
charges. It later developed that our purchaser was unable to 
use the tractor with his separator and we made an exchange 
with him. The agent at “A” endeavored to collect this ad- 
vance charge from us and we requested tariff ruling whereby 
this amount could be collected from us, and have never heard 
from him. The originating carrier has taken up the advance 
charges with our warehouse man at Minnesota Transfer and 
he has refused to pay. 

The agent at “A” states that our purchaser refuses to pay 
this amount and we ask your opinion—whether or not this 
amount can be recovered from us. The shipment was made 
on an order bill of lading and consiged to our purchaser at 
“A,” routed via “X” Railroad clo “Y” Railroad. 

Answer.—If, at the time of the delivery of the shipment 
at destination, the consignee was not advised in any manner of 
the fact that there were advance charges due on the shipment, 
it is our opinion that, under the principle of the decision in 
the so-called advance charge case, Jas. C. Davis, Director-Gen- 
eral, vs. Akron Feed & Milling Co., referred to and quoted from 
on page 852 of the March 5, 1924, Traffic World, the consignee 
cannot be held liable for these charges. 

With respect to your liability, it is our opinion that, under 
the general rule that the consignor, as the party who enters 
into the contract of shipment with the carrier, is primarily 
liable for the freight charges, you can be required to pay the 
advance charges in question, unless you availed yourself of 
the provisions of section 7 of the Uniform Bill of Lading, un- 
der which a consignor may, by signing the stipulation carried 
on the face of the bill of lading, place upon the carrier the 
duty of collecting the charges from the consignee, without re- 
course to the consignor. 


Shipper’s Load and Count 

Michigan.—Question: We are large shippers of powdered 
milk in barrels from country plants located throughout the 
state of Michigan. Our sales agency is located at Cleveland, 
O. In the past cars have been shipped shipper’s load and 
count. The sales agency is demanding a check by the carrier 
on contents of car. The carrier states that they cannot give 
us count on carloads of freight loaded at small stations, as 
agent is too busy to do so. Please tell us if we can force 
carrier to give us count on contents of car, inspect bracing and 
roof. If so, please give authority for same. 

Answer: The Interstate Commerce Commission hag held 
that a carrier cannot be required to send a representative to 
a shipper’s industry to check carload freight loaded into cars 
at such industries and is therefore justified in placing a ship- 
per’s load and count notation on bills of lading covering such 
shipments. See Ponchatoula Farmers’ Association vs. Ill. Cent. 
R. Co., 19 I. C. C. 512; In re Western Classification No. 51, 25 
I. C. C. 442; Louisiana State Rice Milling Co. vs. M. L. & T: 
R. Co., 34 I. C. C. 511, and San Francisco Wholesale Dairy 
Produce Exchange vs. American Ry. Express Co., 78 I. C. C. 737. 
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WABASH RAILWAY COMPANY 


’ MINNEAPOLIS 3@ 
\M INNESOT A 
Albert Lea J 


PARKER ENGRAVING CO,, ST. LOUL. 


TORONTO, .» 
r 


YONTARIO 


© PITTSBURG 


EFFICIENT, REGULAR, DEPENDABLE SERVICE 


SHORT LINE 
Between the 
Missouri River 
and the 
Niagara Frontier 


The Wabash Railway 
is the only road operat- 
ing over its own rails be- 
tween Kansas City, 
Mo., Omaha, Nebr., 
Des Moines, Ia., St. 
Louis, Mo., Chi- 
cago, Ill., Detroit, 
Mich., Toledo, Ohio, 
and Buffalo, N. Y. 


The Wabash is the only railroad 
serving these sections of the coun- 
try operating direct through serv- 
ice between the Missouri River and 
Eastern Territory. 


Direct Quick Service 
Between 


The Following Cities 


CHICAGO ST. LOUIS 
(E. ST. LOUIS KANSAS CITY 
OMAHA DES OINES 
OTTUMWA QUINCY 
HANNIBAL KEOKUK 
SPRINGFIELD DECATUR 
DANVILLE LAFAYETTE 
LOGANSPORT PERU 
HUNTINGTON FT. WAYNE 
SOUTH BEND TOLEDO 
DETROIT BUFFALO 


The Wabash serves the gateways to the West, Southwest, 
North and Northwest bringing the great producing fields 
of these territories in direct connection with the Great 
Lakes Cities, Eastern Canada, Canadian and North Atlantic 
ports and the great industrial sections of the Central and 





Eastern States. 


WABASH FREIGHT TRAFFIC AGENCIES 


BIRMINGHAM, ALA., 1507 Jefferson Bank 
Bldg. 


BOSTON, MASS., 331 Chamber of Commerce 
Bldg. 


BUFFALO, N. Y., 972 Ellicott Square Bldg. 
CHICAGO, ILL., McKinloch Bldg. 
CINCINNATI, 0O., 1007 Neave Bldg. 
CLEVELAND, O., 804 Park Bldg. © 
DALLAS, TEX., 1516 Magnolia Bldg. 
DECATUR, ILL., Passenger Station 
DENVER, COLO., 207 Ideal Bldg. 

DES MOINES, IA., Union Station 


DETROIT, MICH., 1716 First National Bank 
Bldg. 


EAST ST. LOUIS, ILL., 211 Arcade Bldg. 


FORT WAYNE, IND., Freight Station 

HANNIBAL, MO., Freight Station 

HOUSTON, TEX., 1029 Bankers’ Mortgage 
Bldg. 


INDIANAPOLIS, IND., 413 Roosevelt Bldg. 


a CITY, MO., 318 Railway Exchange 
Bldg. 


KEOKUK, IA., 228 Johnson St. 

LITTLE ROCK, ARK., 216 Gazette Bldg. 
LOS ANGELES, CAL., 930 Van Nuys Bldg. 
MEMPHIS, TENN., 728 Exchange Bldg. 
MILWAUKEE, WIS., 1214 Majestic Bldg. 
—— MINN., 616 Metropolitan 


MOBERLY, MO., Passenger Station 
NEW ORLEANS, LA., 1113 Hibernia Bldg. 


NEW YORK, N. Y., 815 Singer Bldg. 
OMAHA, NEB., 1909 Harney St. 
OTTUMWA, IA., Passenger Station 
PEORIA, ILL., 1117 Jefferson Bldg. 
PHILADELPHIA, PA., 1206 Widener Bldg. 
PITTSBURGH, PA., 400—230 Fifth Ave. 
QUINCY, ILL., Passenger Station 

ST. LOUIS, MO., 324 Pierce Bldg. 

SALT LAKE CITY, UTAH, 206 Judge Bldg. 
ST. THOMAS, ONT., Passenger Station 


eee CAL., 917 Monadnock 
4 


SEATTLE, WASH., 561 Stuart Bldg. 
SPRINGFIELD, ILL., 406 South Sixth St. 
TOLEDO, 0., 440 Spitzer Bldg. 
TORONTO, ONT., 1101 Royal Bank Bldg. 
TULSA, OKLA. 319 Kennedy Bldg. 


GENERAL OFFICES: RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 


ROUTE YOUR.FREIGHT—CARE WABASH 
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However, in Louisiana State Rice Milling Co. vs. M. L. & 
T. R. Co., 34 I. C. C. 511, the Commission said: 


It should be borne in mind that the shipper is not denied his 
right to an ungalified receipt in any case in which delivery is tendered 
to the carrier at any of its public stations where it provides facilities 
for the receipt and delivery of freight. 


See, however, Peele & Copeland vs. A. C. L. (N. C.), 63 
S. E. 66, in which it was held that a shipper of goods, loading 
the car, may compel the agent of the carrier to verify the 
loading and counting by the shipper. 


Combination Rates—Sligo Rule 

Minnesota.—Question: Where one tariff naming a rate on 
lumber used in constructing a through rate upon a combination 
basis specifically states that B. T. Jones combination tariff No. 
228 will not apply and the tariff naming the other factor states 
that the combination tariff will apply, will you kindly advise 
whether the combination rule is properly applicable under the 
so-called Sligo rule, or any other decision of the Interstate 
Commerce Commission? 

Answer: In our opinion the priciple of the Commission’s 
opinion in the Sligo case is not applicable where a tariff naming 
one of the two factors composing a combination rate contains 
a statement that the provisions of the combination tariff, B. J. 
Jones’ Tariff No. 228, will not apply where the rates named 
therein are used as factors in basing combination rates. We 
cannot locate an opinion of the Commission in point. 


Combination Rates 


Kentucky.—Question: Your answer to “Ohio,” captioned 
“Combination Rates,” on page 914 of the October 25; 1924, 
Traffic World. 

Is this exactly in consonance with answer to “Illinois,” cap- 
tioned “Class Rates—Establishment of Commodity Rates Re- 
moves Application of,” published on page 208 of The Traffic 
World for January 27, 1923? 

If it is true that in constructing combinations the applica- 
bility of each factor must first be determined, then it would 
seem that if a commodity rate takes precedence over a class 
rate, as stated in your issue of January 27, 1923, a through 
rate should also take precedence over available combinations 
referred to in your issue of October 25, 1924. 

Answer: Where there is both a class and a commodity 
rate between two points, the rate between which points is to 
be used as a factor in the construction of a combination rate, 
the commodity rate must be used, even though higher than 
the class rate. There is, however, in our opinion, nothing to 
prevent the use of either class rates or commodity rates in 
the construction of a combination rate where these rates ap- 
ply between different points and are used as factors in the 
construction of a combination rate. It is therefore proper, in 
our opinion, to apply the combination rate based upon the rate 
of 66 cents, Akron to Cincinnati, the rate of $1.12%4, Cincinnati 
to Jacksonville and the rate of 61 cents beyond Jacksonville, 
for the reason that in the absence of a through rate from 
point of origin to destination, the lowest combination of rates 
applicable via the route of movement may be applied. 


Intermediate Rates vs. Combination of Locals 


Utah.—Question: “K” and “L” railroads have a joint tar- 
iff naming rate on coke from A on the “K” road to D on the 
“L” road of $5.50 per ton. C, situated intermediate to D, on 
the “L” road, but at time of movement there was no rate to 
C. However, the intermediate application took care of C. 

“K” road’s local tariff names rate of $3.30 per ton on coke 
from A to B, which is their terminus. “L” road’s local tariff 
has rate class D from B (which is also terminus of “L” road) 
to C of 8%: cents per cwt., making combination of locals $5 
per ton. . 

Rate was assessed at $5.50 per ton on the intermediate ap- 
plication. Consignee requests refund on basis of combination 
of locals. Can refund be made on basis of overcharge or must 
consignee file application for reparation? In other words, does 
the intermediate application constitute a specific through rate? 

Answer: While we can locate no case which specifically 
so holds, it is our opinion that a rate made by the use of an 
intermediate clause is a specific rate and that, therefore, a 
combination rate, even though lower, may not be used so long 
as the through intermediate rate remains in effect. In this 
connection see rule 64 of Tariff Circular 18-A, also Standard 
Oil Co.- vs. Director-General, 66 I. C. C. 472, and W. H. Warner 
& Co. vs. Director-General, 73 I. C. C. 523. 

See, also, our answer to “Missouri” on page 190 of the 
January 19, 1924, Traffic World, under the caption, “Interme- 
diate Clause—Commodity Rate Made by Use Thereof Takes 
Precedence Over Specific Class Rate.” 


Limitations—Overcharges on Shipments Moving Between 
March 1, 1920, and December 7, 1924 
Missouri.—Question: .We wish to obtain information re- 
garding the adjustment of claims, with reference to paragraph 
3, of section 16, of the transportation act, and, together with 
the Supreme Court’s decision in the Wolf case, which was 
amended June 7, 1924, by Senate dill 2704. We are serving 
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you with a concrete example, so that we may obtain your 
opinion. 


Under date of April 3, 1923, claim was filed on a certain 
carload of lumber, moving March 10, 1921. Payment was de- 
nied, citing the Wolf case, as the authority for so doing. This 
file of papers was resurrected, however, under date of June 
7, 1924, under Senate bill 2704. The carriers, however, - re- 
turned papers under date of July 25, 1924, and under date of 
November 26. We find that the rate was not applicable until 
March 1, 1921. Will you please advise whether, under the pro- 


visions of paragraph 3, of section 16, of the act, we can secure 
settlement for this claim? 


Answer: Under the provisions of paragraph 3, of section 


16 of the act, as amended June 7, 1924, your claim should have 
been filed with the Interstate Commerce Commission or suit 
in court brought thereon prior to December 7, 1924. Recovery 


of the amount thereof is barred at the preesnt time, unless 
such action was taken. 





Digest of New Complaints 


No. 16517. Black Hills Wholesale Grocery Co., Rapid City, S. D., 
vs. Chicago & North Western et al. 

Rates and charges in violation of Sections 1, 2 and 3 of the 
act on sugar from New Orleans-and other points in Louisiana 
to Rapid City, Deadwood and Lead, S. Dak., and from points in 
California, Colorado, Utah, Nebraska, Idaho and New Jersey to 
Rapid City, Deadwood and Lead, S. Dak., as compared with 
to Oklahoma City, and unduly preferential of Kansas City, St. 
Louis and East St. Louis. Asks cease and desist order, just, 
reasonable and non-discriminatory rates, and reparation. 
sead_ oxide, red lead, litharge in carload lots from Joplin, Mo., 

No. 16274, Sub. No. 1—Oklahoma Traffic Association et al., Okla- 
homa City, Okla., vs. Missouri, Kansas & Texas et al. 

Rates in violation of section 1, 3 and 13 of the act, on pig lead, 
rates from points of origin named to competing jobbing points 
in Nebraska, Iowa, Colorado and Wyoming. ‘Asks cease and 
desist order, just and reasonable rates and charges. 

No. 16518. Standard Oil Company of New York, New York City, vs. 
St. Louis-San Francisco et al. 

Unlawful charges on tank cars of gas oil from Vinita, Okla., 

to Blissville, N. Y. Asks reparation. 
No. 16518, Sub. No. 1. Same vs. Same. 

Same complaint and prayer in respect to shipments of one 
tank car of gas oil from Vinita, Okla., to Hempstead, N. Y. 
No. Py * seed Tank Manufacturing Co., Tulsa, Okla., vs. B. & 

. et al. 

Unreasonable rates on steel plates originating at St. Louis, 
Mo., Gary, Ind., and Bridgeport, Martin’s Ferry and New Phila- 
delphia, O., and other eastern points, fabricated at Tulsa, Okla.; 
alleges that defendant, St. L.-S. F., denied fabrication in transit 
on such traffic although authorized by fabricating tariff. Asks 
order directing defendants to protect rates and privileges as pub- 
= and on file with the Commission, and refund of over- 
charges. 

No. 16520. Otto A. Zimmerman, Minneapolis, Minn., vs. Director- 
General, as agent. 

Rates in violation of Section 6 on barley from points in South 
Dakota and Minnesota to Milwaukee, Wis., reconsignment made 
at Minneapolis. Asks reparation. 

No. ye Lafayette Lumber Co., Southern 
et al. 

Rates in violation of Sections 1, 3 and 4 of the act, on lum- 
ber and forest products from points in Virginia to Canton, O. 
Asks cease and desist order, just and reasonable rates, and rep- 


Uniontown, Pa., vs. 


aration. 
No. 16524. Harrisonville Brick and Tile Co., Kansas City, Mo., vs. 
Santa Fe et 


al. 

Rates in violation of Sections 1, 3 and 6 of the act, on com- 
mon brick from Harrisonville, Mo., to Kansas City and Argen- 
tine, Kan. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. 16526. Pacific Coast Vegetable Growers’ and Shippers’ Transporta- 
tion Committee et al., Los Angeles, Cal., vs. Southern Pacific et al. 

Rates in violation of Sections 1 and 3 of the act on vegetable 
shipments from points in California to all interstate destina- 
tions, causing damage to complainants in the sum of $500,000. 
Asks cease and desist order, a minimum of 17,000 pounds on let- 
tuce and other vegetables; that defendants be required to accept 
as stated refrigeration charges from California to various inter- 
state destinations, $10 pér car less on shipments to New York, 
and $5 per car less on shipments to Chicago, under the present 
stated refrigeration charges, now carried in Perishable Pro- 
tective Tariff No. 2, I. C. C. No. 1, or $80 per car to New York, 
and $70 per car to Chicago, with the intervening territory properly 
rated by zones, as now carried in the said tariff, when suc 
refrigeration charges are applied on shipments of vegetables 
from California which have ice in the crates, ice on top of the 
crates, or both crate-icing and top-icing in connection witn 
standard refrigeration; asks for order ‘‘to arry said preservative 
free, or to put in force, and apply in the future, to the transpor- 
tation of vegetables from California to New York, a rate not 
exceeding $13.50 per car for transportation of ice in crates, when 
such ice consists of 6,000 pounds or more placed in the crates at 
origin, a smaller amount of preservative and intermediate terri- 
tory to be appropriately graded, that this commission construe 
the tariffs which have been effective since March 1, 1920, and 
applicable on the shipments aforesaid, and if it finds that under 
said tariffs these defendants and each of them have no tariff 
authority for assessing the vegetable rate on ice in the crates as 
aforesaid, that this commission declare all charges assessed on 
such shipments of vegetables in excess of the minimum of 20,000 
pounds to be overcharges and award reparation Socorcineyy. and 
if this commission finds that there has been tariff authority for 
assessment of the charges aforesaid, that it then find all such 
charges assessed in excess of the 20,000-pound minimum to be 
unreasonable and discriminatory in violation of sections 1 and 3 
of the act to regulate commerce, and award reparation on ship- 
ments made for two years prior to the filing of this complain, 
and subsequent thereto to the effective date of the final order, 
and for such other and further order or orders as the commission 
may deem proper in the premises.” 








January 3, 1925 





, ae 


SZ 
Gi 


WWE 


\ 


\ 


uN 


\ 


THE TRAFFIC WORLD 


OFF THE PRESS! 





~<a \ i 
— = 
ws | 


LEE 


wh 


Y 


iv 


NY 


\ 
\ 
\ 
4y 


by! 


\\y wy 
) \ / ‘ 
R NAY ‘ 


Ss 


The 1925 Edition of the 


FREIGHT TRAFFIC RED BooK 


Here’s a book that belongs in yours and every 
other up-to-date traffic department. A Standard 
Authority on traffic procedure, used and recognized 
by thousands of traffic men. It is the most com- 
plete, concise book of its kind published. 


“THE ENCYCLOPEDIA OF THE TRAFFIC 
DEPARTMENT” 


The Freight Traffic Red Book is almost indis- 
pensable to the man who wants facts. Contains 
all the Federal Laws and Interstate Commerce 
Commission and Shipping Board Rulings pertain- 
ing to Interstate. Has map of freight classifications 
= rate territories. Complete cross-reference 
index. 


624 HELPFUL PAGES 
The Freight Traffic Red Book contains 624 pages 


of information and data worth real money. Com-. 


piled and edited with the assistance of many rail- 
road, steamship, express and industrial traffic offi- 
cials—authorities in their respective fields. 


A BOOK PLUS A SERVICE 


The Freight Traffic Red Book, brings to you in 
addition, all supplements issued to take care of any 
changes that might occur in any section of the book 
up to November 1, 1925. This means an up-to-date 
service for a year. 


This year’s edition contains NEW sections on 
Trucking, Packing and Marking; Shipping Orders 
and Bills of Lading; and General 4th Sections of 
the I. C. C. Bound in Flexible fabrikoid. 


ORDER YOUR COPY NOW 


Don’t take a chance on getting your copy. Mail 
the coupon now and your order will be sent from 
the first printing. Return the book in 5 days if not 
satisfied. Clip the coupon now. 


The Traffic Publishing Co., 
150 Lafayette Street, New York City. 


Traffic Publishing Co., 
150 Lafayette Street, New York City. 


Please send me without delay a copy of your 1925 FREIGHT 
TRAFFIC RED BOOK, for my inspection. If, after keeping it 
five days, I am not convinced that it is a valuable addition to our 


traffic Sepestmont, I will return it to you in good condition. If 


I like it I will keep it and send you $6.00. I understand that this 
price also entitles me to the supplemental service up to Nov. 1, 1925. 
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Docket of the Commission 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


January 5—St. Louis, Mo.—Examiner Disque: 

Il, and S. No. 2278—Feneing material from St. Louis, Mo., to St. 

Paul, Minn., Peoria and Chicago, Ill., to Kansas. 
Janua 5—Washington, D. C.—Examiner Cummings: 

Fourth Section Application Nos. 351 et al. filed by Agent R. H. 
Countiss, et al., sking for authority to continue to charge greater 
compensation as through rate than the aggregate of the inter- 
mediate rates. (This hearing will cover approximately a hun- 
dred various applications). 

January 6—St. Louis, Mo.—Examiner Disque: 

1. and S. No. 2281 (first supplemental order)—Grain and grain prod- 
ucts from Western points to Mississippi River crossings and 
southern points. : 

January 6—Washington, D. C.—Examiner McChord: 

1. and S. No. 2262—Protective service rules on perishable freight 
(further hearing). 

January 6—St. Louis, Mo.—Examiner Disque: 

1. and S. No. 2281—Grain and grain products from western points to 
Mississippi River crossings and southern points, 

January 7—Washington, D. C.—Examiner Koebel: 

1. and S. No. 2284—Switching of cotton and cotton linters at Nor- 

folk, Va. ° 
January 7—Argument at Washington, D. C.: 

13721—International Harvester Company vs. N. Y. C. R. R., Direc 
tor General et al. 

15199 (and Sub. No. 1)—Washington Publishers’ Association et a 
vs. B. & O. R. R. et as. 

15229—-The Evening Star Newspaper Company vs. Canadian Pi 
cific Ry. et al. 

Fourth Section App. No. 12378—Filed by Florida East Coast Ry., 1 
re commodity rates from Jacksonville to Miami, Fla. 

January 8—Washington, D. C.—Examiner Devoe: 

Finance No. 3471—In re securities of the Coal River & Eastern 
Railway Company. 

January 8—Washington, D. C.—Examiner Wagner: 

46170--Rastern Lime Manufacturers’ Traffic Bureau et al. vs. Akron 
& Barberton Belt R. R. et al. (Adjourned hearing.) 


January 8—Argument at Washington, D. C.: 
11980—Michigan Railroad Company vs. Pere Marquette R. R. et al. 
13313—Michigan Traffic League vs. Ann Arbor R, R. et al 
January 9—Argument at Washington, D. C.: 
13668—In the matter of divisions of joint rates, fares and charges 
of traffic interchange between the Kansas City, Mexico & Orient 
R. R. (Wm. T. Kemper, Receiver) and the Kansas City, Mexico 
& Orient Ry. Co. of Texas and their connections. 
January 10—Alexandria, La.—Examiner Disque: 
Finance No. 4297—In the matter of the application of the Alexandria 
& Western Railroad Company for abandonment of its line of road, 
January 12—Washington, D. C.—Examiner Wagner: 
1. and S. No. 2294—Lumber, South Carolina points to Chattanooga 
and Knoxville, Tenn. 
January 12—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 343—In re tentative valuation of the properties of the 
Norfolk & Western Railway Co. 


January 12—Washington, D. C.—Ass’t Director Burnside: 

Finance No. 3689—Excess income of the Dayton-Goose Creek Rail- 
way Company. 

January 14—Chicago, Ill.—Illinois Commerce Commission: 

Finance No. 4270—In the matter of the application of the receivers 
of the railways and properties of the Chicago & Alton Railroad 
Company, and the Chicago & Alton R. R. Co. for a certificate of 
public convenience and necessity authorizing the abandonment 
by said receivers and said railroad of said company’s leasehold 
interest in the line of road and properties of the Rutland, Toluca 
and Northern R. R. Co., and the abandonment of operation by 
said receivers. 

January 14—Houston, Texas—Examiner Disque: 
10049—In re Sugar Land Railway Company. 
January 14—Washington, D. C.—Commissioner Aitchison: 

Val, Dkt. No. 377—In re the tentative valuation of the property of 
the Carolina, Clinchfield & Ohio Ry. of South Carolina. 

Val. Dkt. No. 381—In re tentative valuation of the property of 
the Black Mountain Railway Company. 

January 14—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 364—In re tentative valuations of the properties of 
Carolina Clinchfield and Ohio Railway, and Clinchfield Northern 
Railway of Kentucky. 

January 14 to 16—Argument at Washington, D. C.: 
13494—-Southern class rate investigation. 


January 15—Washington, D. C.—Examiner Law: 
Finance No. 3701—Excess income of Detroit Terminal Railroad. 
January 15—Chicago, Ill.—Examiner Faul: 
13272—Boston Wool Trade Association vs. Arizona & New Mexico 
Ry. et al. (further hearing). 
January 19—Argument at Washington, D. C.: 
14725—W. H. Barber Company vs. C. & N. W. Ry. et al. 
bas agar" taal Portland Cement Company et al. vs. C. & P. 
a - eta 


ee ‘Creek Coal and Coke Company vs. Atlantic City R. R. 
et al. 


— No. 3644—Excess income of Brooklyn Eastern District Term- 
inal. 


Finance No. 325—Guaranty status of Brooklyn Eastern District 
Terminal. 
January 19—Dallas, Texas—Examiner Disque: 

Finance No. 3284—In the .matter of the application of J. L. Lan- 
caster and C. L. Wallace, as receivers.of the Texas & Pacific 
Railway Company for a certificate of public convenience and 
necessity authorizing the abandonment of the Midland & North- 
western Railway 

January 20—Argument at Washington, D. C.: 

14564—Rose Lake Lumber Company vs. O. S. L. R. R. et al. 

15415—Armour Fertilizer Works vs. Western Pacific R. R. et 

a oe Cleveland Worsted Mills Company vs. B. & O. 
et ° 

January 21—Argument at Washington, D. C.: 

1 omerville Iron Works vs. C. R. R. of N. J. et al. 

15851—-Bulkley, Dunton & Company vs. P. R. R. et al. 

16073—Minnesota Steel Company vs. Santa Fe et al. 
January 21—Fort Worth, Tex.—Examiner Disque: 
15686—. 


American National Live Stock Association et al. vs. Santa 
Fe et al. 


January 22—Argument at Washington, D. 


oe 
11414—Southern Veneer Association et al. vs. A. C. L. R. R., Di- 
rector General et al. 


15893—Louisville Cement Company vs. Southern Ry. et al. 


January 23—Argument at Washington, D. C.: 
12716—Utah Gilsonite Co. vs. Santa Fe et al. 


al 
R. R 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period De- 
cember 15-22, inclusive, was 230,798, as compared with 223,431 
cars in the preceding period, while the average daily shortage 
of cars was 84, according to the car service division of the 
American Railway Association. 

The surplus was made up as follows: Box, 81,196; ven- 
tilated box, 271; auto and furniture, 12,253; total box, 93,720; 
flat, 7,298; gondola, 43,588; hopper, 56,742; total coal, 100,330; 
coke, 2,010; S. D. stock, 12,905; D. D. stock, 2,136; refrigerator, 
10,983; tank, 103; miscellaneous, 1,313; total, 230,798. 

The shortage was made up of 43 box, 10 hopper, 21 S. D. 
stock and 10 D. D. stock cars. 

Canadian roads reported a surplus of 17,800 box, 2,700 flat, 
200 gondola, 850 S. D. stock, and 75 refrigerator cars, and a 
shortage of 100 refrigerator cars. 


LOCATION OF CARS 


The percentage of home cars on home roads (class I) as 
of December 1 was 64.2, according to the semi-monthly state- 
ment of the car service division of the American Railway 
Association. By classes of equipment the percentages were 
as follows: Box, 52.7; refrigerator, 66.2; coal and coke, 72; 
stock, 83.7; flat, 78.1; others, 94.2. By districts the percent- 
ages for all classes of equipment were as follows: Eastern, 
a 72.8; Pocahontas, 60.4; Southern, 59.1; West- 
ern, 69.3. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, as of December 1, showed the following: 
Eastern district, 94.3, as against 96.1 a year ago; Allegheny, 
102, as against 101.8 a year ago; Pocahontas, 80.6, as against 
86.1 a year ago; Southern, 97, as against 99.3 a year ago; 
Western, 101.9, as against 99.7 a year ago; all districts, 98.4, 


as against 98.6 a year ago; Canadian roads, 91.5, as against 
92.1 a year ago. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


INDUSTRIAL SHIPPERS SERVICE, INC. 


TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 


Car Tracing Service That MOVES FREIGHT 


Fifth Floor, Lincoln Bldg., Detroit je 





GEORGE W. OLIVER 
Railroad Analyst 


511 E Street N. W., , D.C. 
1814 Harris Trust Building A new and workable ‘plas thst visunltses fe 
CHICAGO oe ILLINOIS 

Specializing in Transportation Costs and Statistics. 

* experience in 


Visualized Demurrage 
J. HUNTER ROSS 
(Formerly Demurrage Specialist for Railroad 
Administration) 


le that visualizes just When, 
Where and How the demurrage accrues. 
By means of this plan I have adjusted hundreds of 
thousands of dollars of disputed cages to the 
satisfaction of carriers and shippers. 
If you pay demurrage consult 


cases before the 
and the Courts. THE ROSS DEMURRAGE BUREAU, INC. 
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WASHINGTON CHICAGO 
MILLS BUILDING 418-430 &. MARKET STREET 
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Oriental Mail Line 








President Grant— One of the five sister ships—showing cargo handling —- 
especially designed for rapid handling from 1 ghters on both sides of vessel 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 


Shanghai, Hong Kong and Manila 
An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT McKINLEY................. January 27 


PRESIDENT JEFFERSON............... February 8 
PRESIDENT GRANT... 2... ces cceee February 20. 
PRESIDENT MADISON................... March 4 
PRESIDENT JACKSON.................... March 16 


Direct Freighter Service 


Japan, Shanghai, Seien, Taku Bar, Tientsin 


ea ES January 15 
WHEATLAND MONTANA ............... January 20 
' See eeremrer es: February 20 


Also Regular Sailings Direct to Foochow, 
Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Blidg., 112 W. Adams St, Phene 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—i01 Third 8St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 



















L. L. BATES, General Freight Agent, Seattle, Wash. 


American _ 
Oriental Mail Line 


Operated for 


LO pebiccremele-Gcccme) obejetelcas sie)-bae 
by y-Noteohtesta@alssehes) Line, \, Ever-v-stel-am Ol ole-heela) 
L. C. Smith Bldg., Seattle 
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THE CHESAPEAKE+"5 OHIO RAILWAY 


The Scenic Road from the West to 


WASHINGTON 


The Nation’s Capital 
Use the through Pullman Cars on the 


C&O 


Between the East and Cincinnati, Indian- 
apolis, Chicago, St. Louis and Louisville 
Safety — Comfort 
Service of Excellence 
Dining Cars on all through trains 


For information address any of the 
following: 


Jno. D. Potts, P.T.M. 
Richmond, Va. 


Geo. Coombs, A.G.P.A. 
Cincinnati, Ohio 


F. E. Landmeier, W.P.A. 
St. Louis, Mo. 


R. E. Parsons, D.P.A. 
Louisville, Ky. 
O. N. Spain, E.P.A. 
299 Broadway, New York, City 


J. B. Edmunds, General Agent, We 
Washington, D. C. ‘ 
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ST. LOUIS’ Unification of 





RAILROAD TERMINALS 


St. Louis’ industrial district has more than 600 miles of belt lines and railroad ter- 
minal facilities, in addition to the trackage of the individual carriers. The Terminal Rail- 
road Association, the largest unification of railway terminals in the United States, con- 
nects with, and interchanges traffic with, all of the 28 railroads entering St. Louis. Three 
other industrial switching lines on both sides of the river offer efficient service. 


* 


a 
eet 


The barge line docks for waterway freight are connected with the Terminal’s belt lines. 
Goods loaded into a box car at a plant for river shipment are delivered to any port at water 


rates. * The switching charge from factory to barge is absorbed by the carrier on competi- 
tive traffic. 


If your plant is located in a city which has sufficient terminal trackage and equipment 
you have an advantage over competitors not so favorably located. Adequate terminal fa- 
cilities form an important item in the successful operation of a manufacturing plant. St. 


Louis has many conveniently situated sites available for new factories along the Terminal’s 
belt lines. 


Le 
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Ship from the Center—Not the Rim 


Rlatealav ks 2s 


ta -ek 


chats tat 


On request we will mail our free 
illustrated booklet,‘‘ St. Louis as 
a Manufacturing Center.” 


ST. LOUIS CHAMBER of COMMERCE 


St. Louis, U. S. A. 
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Constant Duty 


A GMC Truck produces more revenue because of 
the many features of GMC design which resist 
wear. Truck time is money and a GMC wastes 
neither its time nor your money loafing around 
the repair shop. 


These are some of the reasons: all GMC parts are 
designed overstrength; GMC engines have posi- 
tive pressure lubrication; GMC clutch is multiple 
disc—oversize—driving plates of saw steel. 


All GMC models of two tons and over have heat 
treated frames and the now-famous GMC Two 
Range Transmission. This transmission saves wear 
and tear on the whole chassis by providing a lower- 
than-low speed for heavy pulling—without any 
sacrifice of economy or regular speed. 


GMC design provides a truck that is able to give 
constant attention to its job and thereby place its 
operating cost at the lowest low, its earning power 
at the highest high. Send for a GMC catalog. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
PONTIAC. MICHIGAN 










Clip and Mail 


GENERAL MOTOR TRUCK CO., 
De;t. 41, Pontiac, Mich. 


Send me the GMC catalog 


Coe e were eeeeereeeeeereeeesesresesesresesesesese® 
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MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 





POOLE BROS. CHICAGO, 






VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS 1n tut EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


Fe avold delay, shipments for Gonetee B Ceptivations must be acoompanied oy S SHIPPERS’ EXPORT DECLARATION MADE IN bite sg pone 
This dooument must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of 






















Besten, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 340 Sixth Ave. 
Buffalo, N. Y., 409-410 Iroquois Bldg. Les Angeles, Cal., 605 So. Spring St. Pertland, _ 655 Third St. 
Chicago, IL, 707 Mer. | & Trust Bidg. Memphis, rwE, Porter 7... St. Louis, Me., 2050 Railway Exch. Bidg. 
940 Rookery Bidg. Milwa 8t. Paul, Minn., 1112 Merchants Natienal 
Chippewa Falls, Wis. 3 leteae Bl ide. Bank Bldg. 
Cincinnati, O., = Traction Bldg. Minneapolis, Minn, Soe Line Bidg., hn St. San Francisco, Cal., 675 Market St. 
Cleveland, O., 1040 Prospect Ave. and Marquette A Sault Ste. Marie, Mich. 
Detroit, Mich., $11 Free Press Bidg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 
Duluth, Minn., 820 West Superior St. New Yerk, N. LS Woolworth B —_ Wash., 1008 Old Nat’l Bank Bidg. 
Grand ids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Di. Superier, Wis. 
Ind., 522 SS Philadelphia, Pa., Cross Bidg., Locust St. at Ww 
Kansas City, Me., 788 Railway Ex. Bldg. 15 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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UnitedStatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports. 
AMERICAN DISPATCH LINE 
























































New Orleans and other Philadelphia Rotterdam 
New York to Trinidad, my tees os York me to J Amsterdam Gulf Ports (except New Orleans) 
a ailing ever. ays 
the Guianas and (enaegh: White) Philadelphia : 2 ps te 
Virgin Islands - New York = ciel East Coast of South America 
gi to Bal A Sailing every 12 days 
Fortnightly Sailings Brazil and River Plate Ports ee a, to Rotterdam 


A A Sailing Every 3 Weeks 
Boston ntwerp 


2 Sailings a month 


BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Baltimore to Havre and Dunkirk 
Monthly Sailings 
Philadelphia t Havre 
New York al Dunkirk 
3 Sailings a Month 
Philadelphia to Bordeaux 
New York St. Nazaire 


Fortnightly Sailings 


COLOMBIAN STEAMSHIP CO., (Inc.) | MISSISSIPPI SHIPPING CO., (inc.) 
17 Battery Place New York City New Orleans, La. 
















MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


New York to India 
Monthly Sailings 



















Managing Operators Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom | North Atlantic Ports to all Mediterran- 
West Coast Ports and Glasgow eanPortsincluding Adriatic,Black Sea 

A Sailing Every 20 Days and Levant Ports, French Mediterran- 

New Orleansto Liverpool and Manchester ean, WestCoastof Italy. 2SailingsaMonth 


Fortnightly Sailings ry - - i 
New Orleans and Texas Ports to London a ee perenne oo 
and Hull Monthly Sailings Greek, Black Sea Ports, 


Monthly Sailings . —t 
Houston and Galveston to Constantinopole Monthly Sailings Malta, 















































































ROOSEVELT STEAMSHIP 














Greek Syrian Coast Ports and Alex- A Sailing Every 20 Days COMPANY, (Inc. 
ym cept el andria. "2 Sailings a Month . COSMOPOLITAN pi . (lnc.) wee 
THE EXPORT STEAMSHIP CORP. vo Une) | 44B ce. New York 
UNITED GULF S.5S. CO., (Inc.) 25 Broadway New York City 42 Broadway New York City waver 3 a 


Whitney bye ate « New Ovicane. La. 








Managing Operators Managing Operators Managing Operators 




















AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE | AMERICAN PREMIER LINE 
New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
a Sailings. London a —— China and Japan French ages 
t Hull SS Sees Monthly Sailing West Coast of It 
Hampton Roads © ca, Bremen and Hamburg Philippines & Dutch East Indies ‘ ‘Seilings oth 
2 Sailings a Month Monthly Sailings : Monthly Sailings Adriatic Greek Levant, 
Philadelphi London London, Rotterdam and Gulf Ports to Far East Constantinople, Malta 
— Hull Antwer (China, Japan and Philippines) : ” of Bize 
Boston : Ls SS I departs North Africa, (East of’ Bizerta) 
Leith Monthly Sailings Monthly Sailings Monthly Sailings 
a eg ATLANTIC GULF AND | UNITED GULF S. S.CO., (Inc. 
J. H. WINCHESTER & CO.,(Inc.) | THE — + ater ORIENTAL S. S. CO., (Inc.) eo 
17 Battery Place New York City arleston, &. \» 17 Battery Place, New York City New Orleans, La. 
Managing Operators Managing Operators Managing Operators Managing Operators 





AMERICAN REPUBLICS LINE |AMERICAN SCANTICLINE| AMERICAN AMERICAN 
Sete te etic | New York, Boston, | SOUTH AFRICAN LINE | WEST AFRICAN LINE 


















q Monthly Sailings Baltimore New York 
—” Brazil and to New York (Gulf via New York as offers) 
Jacksonville ” River Plate Scandinavian and be to 

Ports . P 

Savannah initiate Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 

onthly Sailin ome i 
Philadelphia eo River Plate 2 Sailings a Month Monthly Sailings and West Africa 
met ae A. H. BULL & COMPANY, (Inc.) ramp ge ico 

on ili . A . 

MOORE & McCORMACK CO..,(Inc.) & A. H. BULL & COMPANY (Inc.) 
Pee a es ee 5 Broadway New York City 40 West Street New York City | 40 West Street New York City 
eae Operators . Managing Operators Managing Operators Managing Operators 


GULF-WEST 
MEDITERRANEAN LIN 


Tampa, Jacksonville, Savannah, 
harleston to 
London, Rotterdam, Antwerp 






























ATLANTIC 
AUSTRALIAN LINE 


New York to Australia 


MISSISSIPPI VALLEY/MOBILE OCEANIC LINEJORIOLE LINES 
EUROPEAN LINE Forenig 


Liverpool. Fortnightly Sailings 
New Orleans 
























Mobile, Pensacola, 
— 





Philadelphia, Boston to Liverpool,Man- 
chester. Fortnightly Sailings 




































































to Li L ™ h = mg = Roads “ he 
ter, to Manchester, Avonmou r 
and New Zealand Ports Monthly Sailings iverpoo anchester, Salli 7 
Gulf Ports t — ailings every 10 
Monthly Sailings Portuguese a Spanish Atlantic Po Havre— Antwerp pee Havre, Tes cates Boston, Baltimore, Hampton Rd. Phil. 
Monthly Sailings 2 Sailings a Month rdam, S, | to Glasg a tly Sailings 
UNITED STATES & Spanish Mediterranean and North Bremen Baltimore, Phila eats, Ses York to 
African Ports (West of Bizerta.) MISSISSIPPI SHIPPING Cork, Dublin cag ondonderry 
Sianevin, tueeanend Se CO,,(Inc)  |WATERMAN S.S. CORP. naire Nov York' Bolle Dubin 
8-10 Bridge St., New York City} TAMPA INTEROCEAN S.S. CO s 4 , 


New Orleans, La. 
Managing Operators 


Mobile, Ala. 


614 Whitney Cent’ Bldg., New Orl’s, La. Siti Meee 


Managing Operators 


SOUTHERN STATES LINE 


New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Month 
New Orleans to Bremen an 
Hamburg. 2 Sailings a Mont 
Galveston to Bremen and Ham 


hl ‘Sailings 
CONSOLIDATED NAVICATION CO. 


Balt. Md. | Managing Ooerators 


TEXAS STAR LINE|UNITED STATES LINES) YANKEE LINE 


New York to Southampton | Baltimore, Hampton Roads, 
A Sailing every 3 Weeks Philadelphia, Boston 


Managing Operators 


PAN AMERICA LIN 


New York to 


Rio de Janeiro, Santos, 




















Houston and Galveston 
to 






























New York t 
Montevideo and urg. 2 Sailings a Month} Havre and Antwerp Hamb “ B 
‘ Houston and Galveston to Weekly Sailings . to amburg an remen 
Buenos Aires Bremen and Rotterdam Bremen 












2 Sailings a Month 


Houston to Bremen and Ham 
burg. 2 Sailings a Month 
MUNSON STEAMSHIP LINEJLYKES BROS. S. S. CO., (Inc. 


UNITED STATES LINES ROGERS & WEBB 
67 Wall Street New York Cit 925 Whitney Central Bldg 45 Broadway New York City|110 State Street Boston, Mass. 
| Managing Operators New Orleans, 


Managing Operators Managing Operators Managing Operators Managing Operators 


| UNITED D STATES SE SHIPPING BC BOARD D FLEET CORP. 






2 Sailings a Month 





Fortnightly Sailings DANIEL RIPLEY & CO. Weekly Sailings 


(Inc.) 
Houston, Texas 
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TRAFFIC WORLD 


Northern 


PORTAGE LA PRAIRIE 
ANDON WINNIPEG 


& 
ett 


WARROAD 


‘ON 
BEMIOJI QVIRGINIA 


$0. HIBBI 
G BBING 
eDULUTH 
»SUPERIOR 


g SIOUX CITY 


CHEVENNE 


CHICAGO 


QROMAHA 


g DENVER 


COLORADO SPRINGS 
PUEBLO 


TRINIDAD 


4ST. JOSEPH 
, KANSAS 
ST Louis 


Traffic Representatives Are Trained Men 


A trained personnel of traffic experts represents the Great Northern Rail- 
way in the cities named below, men whose wide experience and study have 
given them a thorough knowledge of the peculiar and sometimes intricate 
problems which confront shippers in every line of business. 
If you want information regarding export, import or domestic traffic, rates, 
routes, regulations, passing reports, tracing, reconsignment and diversion, 
through merchandise cars or freight schedules, he either has or can get for 


you quickly the information desired. 


He may be able to save you a considerable sum of money with details as to 
how you can route your shipments the quickest and most economical way. 
Then, too, he may be able to suggest new markets for your products. 


Call the Great Northern man. 


ie, WASH., 
- D. Thompson, D. T. 
212 Kulshan Bldg. 
Phone 2111 Phone Y-5374 


BILLINGS, MONT DETROIT, MICH., 
: = A Kelly, General Agent E. B. Clark, General Agent, 
Phone 6871 619 Free Press Bldg. 


Phone Main 7270 
BOSTON, MASS., 
Chas. H. Walker, General Agt. DES MOINES, IA., 
294 Washington St. A. J. Cheeseman, T. F.A., 
Phone a 140 425 Kraft Bldg. 
Phone Market 942 
BUFFALO, N 


— MINN., 
a Kneubuebl, T, F. A, .R. Carl, General Agent, 
683 Ellicott Square. 428 W. Superior St. 
Phone Seneca 4166 Phone Melrose 118 
oe ILL. 


, KANSAS CITY, MO., 
-J a =. S. ¥. A. w. J. Farrell, G. A. Frt. Dept., 
ons Snete 6300 516 Railway Exch. Bldg. 


Phone Main 3852 
CINCINNATI, OHIO, ie, ANGELES, “.. 
. Brinkman, General Agt., 


. W. Phalon, D FF. & P. 
609 Traction Bldg. 716 Cit. Nat’l. 4s Bide. 
Phone Main 249 


Phone Vandike 8421 
CLEVELAND, OHIO, MINNEAPOLIS, MINN., 
F. P. Engel, General i 


S.A. Volkman, G. A. F. Dept., 
508-9 Hippodrome Bldg. 


534 Met. Life Bldg. 
Phone Cherry 1537 Phone Main 4130 


a. 4% TEX., 
I. H. "Turner, Ss. W. 
. W. Life Bie. 


MILWAUKEE, WIS., 
E. A. Fradenburgh, Gen. Agt., 
810 Majestic Bldg. 
Phone Grand 1006 


—_ YORK CITY, N. Y., 
H. G. Dow, Asst. G. F. Agt., 
Woolworth Bldg. 
Phone Whitehall S660 


er PA. 


214 Empire Bldg. 
Phone Smithfield 1762- 1763 


PHILADELPHIA, PA., 
F. G. Smith, General Agt., 
409 Finance Bldg. 
Phone Rittenhouse 3275-6 


PORTLAND, ORE., 
W. E. Hunt, General Agent, 
201 Morgan Bldg. 
Phone Atwater 0931 


SAN eye CAL., 
A. icher, GeneraijAgent, 
1009 Hearst Bldg. 
Phone Douglas 3892-J 


ST. LOUIS, MO., 
J Sanford, General Agt., 
203 Boatmen’s Bank Bldg. 
Phone Olive 51 


ST. PAUL, MINN., 


HELENA, MONT., 


L. B. Woods, Assistant General 
Freight and Passenger Agent 


G. H. Smitton, Freight Traffic Manager. 


A. J. DICKINSON 
Passenger Traffic Manager 


He is as near as your telephone. 


ST. PAUL, MINN., 
Wallace D. oO’ Brien, G.A.F.D., 
Phone Interior 45303 
SEATTLE, WASH., 
H. W. Costigan, G.A. F. Dept., 
506 Alaska Bldg. 
Phone M 9800 
SIOUX CITY, IA. 
Pe Be onohue, 
516 Nebraska St. 
Phone Auto 4422, Bell 438 
SPOKANE, WASH., 
Jo Fe Pewters, General Agent, 
Davenport Hotel. 
Phone M 887 
TACOMA, WASH., 
D. G. Black, General Agent, 
108 So. Tenth St 
Phone Main 1124 
TORONTO, ONT., 
H. E. Watkins, General Agt., 
202 Webster Bldg. 
Phone Adelaide 5818 
VANCOUVER, B. C., 
Edwin A. Dye, General Agent, 
607 Hastings St. 
Phone Seymour 3386 
WINNIPEG, MAN., 
W.T. Hetherington, D.F.& P.A. 
226 Portage Ave. 
Phone A-6603, A-1123 


SEATTLE, WASH., 


M. J. Costello, 
Western Traffic Mana” 
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This new box 





shipping 
’ losses 





Vol. XXXV, No. 


will save your 


Protect your goods against heat 


. and cold with a remarkable 
wood that is 92% air 


No longer is it necessary to suffer losses of perishable and semi-perishable goods 
through exposure to heat, cold or rough handling while in transit. 


From tropical forests an unusual wood, Balsa, has been imported, scientifically 
treated and made into boxes which are impervious to the damages of steam 
pipes, rough handling and theft. 


Lighter than cork, resilient as spruce, as strong as pine, Balsa Wood provides the 
most unique box material that has ever been found. It contains no fibers ordi- 
nary to wood, but is composed of minute cells, each filled with air, which pro- 
vide complete insulation against outside temperature. 


A wood that’s 92 per cent air, that’s what Balsa is, and made into boxes they be- 
come literal wooden “vacuum bottles.” Due to the extra lightness of Balsa, these 
boxes are constructed in a thickness that would be prohibitive with any other 
wood, and then locked with an encircling steel band. Thus giving you a ship- 
ping container that absolutely protects your goods. 


In addition to this, Balsa Wood Boxes can be used again and again and will pay 
for themselves long before their usefulness is gone. 


Write to the office nearest you and let one of our experts show you how Balsa 


Wood Boxes, made to your own specifications, will solve your transportation 
problems and pay for themselves in savings. 


BALSA BOX DEPARTMENT 


The Fleischmann Transportation Co. 


NEW YORK CHICAGO 
699 Washington Street 327. So. La Salle Street 
BALTIMORE SAN FRANCISCO BUFFALO 
ST. LOUIS LANGDON, D. C. PEEKSKILL, N. 


SEATTLE BOSTON CINCINNATI 


Y. 


9 


~ 


Jan 
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Unexcelled Passenger Freight Service 


Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 
From me eo to Honolulu, Yokohama, Kobe, 
Highest anghai, Hongkong and Manila 


Lowest 
y S. S. President Pierce sails . 24 
Marine S. S. President Taft sails . 7 Insurance 


Classification Ss i i il ; " Rates 


. 21 
and every 1 4 days thereafter 
Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. s Angeles, Cal. New York City 
142 South Clark Street, Chicago, Ill. 
E. L. Mayo, 613 Engineers’ Bldg., Cleveland, O. Horace W. Cross, 410 State Theatre Bldg., Pittsburgh, Pa. 


South Gate Forwarding & Storage Co., South Gate Terminal, Norfolk, W. Va. 
Norton, Lilly & Company, Equitable Bldg., Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 


65 
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